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An Uneasy Victory 
AST week at Bridlington the Trades Union Congress, after 
a somewhat lengthy debate, endorsed by an overwhelming 
majority, even larger than that secured at Margate last year, 
the policy of the General Council calling once more for 
restraint in pressing for higher wages until a more appropriate 
time. Various factors contributed to this victory, notably the 
withdrawal of critical resolutions by the N.U.R. and other 
large unions before the debate, dictated no doubt by the 
need for some semblance of domestic unity at a time of political 
tension. Previous experience indicates, however, that formal 
support of the wages policy of the T.U.C., no matter how large 
its majority may be, will in no way deter the unions from 
continuing to press the claims of their members for more 
pay. Last year, when the T.U.C. backed the Government 
policy on wages, little was heard from the General Council 
of the claims which the unions had brought forward since 
the publication of the White Paper some months before, with 
the result that during the past year mere lip service to union 
authority has spread among the rank and file to an alarming 


degree, resulting in unofficial stoppages and work-to-rule 
methods when the union leaders have failed to obtain 
satisfaction of their demands. 

* *« x * 


Nationalised Industries 


When the report prepared by the General Council for pre- 
sentation to the Trades Union Congress was circulated, ample 
evidence was forthcoming that, regarding certain aspects of 
the conduct of the nationalised industries, the Government and 
the trade unions do not see eye to eye. These matters were 
debated at length at Bridlington last week, when, among the 
points raised, there was one in which the General Council 
turned down a proposal that it should accept some degree of 
responsibility of trying to settle strikes, the view being held 
that it would mean interference with the independence of in- 
dividual unions. Mr. J. B. Figgins, General Secretary, N.U.R., 
returned to his demand for greater worker-control in the man- 
agement of the railways, asking for a 50 per cent. share from 
the lowest level up to the Railway Executive and also on the 
Borc. Mr. Arthur Horner, Secretary, N.U.M., moved a 
resolution proposing the establishment of a joint council repre- 
sentative of the governing bodies of nationalised industries and 
the appropriate trade unions to deal with the affairs of these 
industries. The outcome of the debate was the expected one, 
namely, an undertaking by the General Council to consider the 
whole set-up of arbitration and negotiating machinery. 

* * * 7 
British Transport Exhibition 

The British Transport Commission is sparing no effort to 
make known the facts of its first year of working. As the 
original 100,000-word report will have a limited appeal, a 
special edition has been prepared by the Commission for circu- 
lation among its employees, and so that its main features reach 
the travelling public, the report is being presented in graphic 
form, as an exhibition. The exhibition, which is on show at 
Charing Cross Underground Station, London, for a month, will 
later be presented in a number of provincial cities and has for 
its main theme the means by which public services were 
improved during 1948, despite various handicaps, such as rising 
costs and current shortages. It is shown how public transport 
services have been steadily grouped into larger units, over a 
period of 300 years, and a series of animated maps indicates 
some of the stages of development in the history of the rail- 
ways. The exhibition was opened by Mr. Barnes, Minister of 
Transport, who was supported by Sir Cyril Hurcomb, Chair- 
man of the British Transport Commission, and further promi- 
nence was accorded the ceremony by the presence of the Chair- 
men and Members of the various Executives. 

* * * * 


Statistics of U.S.A. Railways 


We have received from the Interstate Commerce Com- 
mission a copy of its sixty-first annual report on the statistics 
of U.S.A. railways. The report, which refers to the calendar 
year 1947, fills a volume of 603 large pages. Based chiefly 
on railway reports to the LC.C., but including selected data 
for other common carriers by road, water, and pipe lines, 
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the volume puts into convenient shape for study masses of 
figures which have been published by instalments during 1947 
or the early months of 1948. A new table gives the per- 
centage relation of each quarter to the whole year of the 
freight tonnage originated. Of the total tonnage, 22°6 per 
cent. arose in the first quarter, 25 per cent. in the second, 
26°4 per cent. in the third, and nearly 26 per cent. in the 
last quarter of the year. Forwardings of important com- 
modities were heaviest during the last six months of 1947 
except for products of forests and _less-than-wagon-load 
traffic. Products of agriculture fluctuated greatly and 56 per 
cent. of the tonnage passed in the second half of the year. 
This wide variation threw a big strain on the supply of 
covered wagons. In comparison, the tonnage of manufactures 
and general merchandise remained steady, and earned 41-5 
per cent. of the total freight revenue, being consigned in 
full wagon loads of 30:5 short-tons on an average. 
* * * * 

Overseas Railway Traffics 

Although Canadian Pacific Railway working expenses fell 
by £125,500 during July, there was a greater decrease in gross 
earnings, and net earnings at £425,250 were down by £16,000. 
Working expenses for the month were £6,887,500 and the drop 
in gross earnings, at £7,312,750, was £141,500. Aggregate 
C.P.R. gross earnings since January | now are £51,121,750, 
as compared with £47,661,750 last year, and net earnings ror 
the 30 weeks are £772,000 higher, at £1,172,250. After a 
£8,560 advance to £71,320 in Antofagasta (Chili) & Bolivia 
traffics for the week ending August 28, there was a £19,980 
setback in the following week, when political disturbances in 
Bolivia brought receipts down to £39,560. On the aggre- 
gate, however, traffics amount to £2,348,100, as compared 
with £1,899,040 for the equivalent period of 1948. Midland 
Railway of Western Australia receipts at £20,862 were down 
by £3,125 during July, the first month of the current financial 
year. There was a slight decline in receipts of the Victorian 
Railways electric street-car services for May, though railway 
traffics increased by £65,677, so that the combined revenue 
received by the Department amounted to £1,513,772, as 
opposed to £1,468,146 last year. 


* 7 . * 


New Rolling Stock for Eire 


Since the publication of the Milne report last year, which 
was dealt with in our December 31, 1948, issue, interest has 
been centred on the future of road and rail transport in Ireland. 
Elsewhere in this issue some particulars are given of the rolling 
stock programme decided on by Coras Iompair Eireann for the 
next twelve months to cope with arrears of building and main- 
tenance and increased competition from motorcar traffic. This 
information was given by Mr. Leslie A. Luke, Public Relations 
Officer, C.LE., to the Dublin Rotary Club on September 5, and 
from his remarks we note that the construction of a prototype 
railway coach has already begun at the Inchicore shops. 
Twenty-five of these coaches should be ready next year and 
50 more in 1951. Most pressing need of all is new passenger 
stock, and Mr. Luke points out that no new coaches have been 
built for C.I.E. since 1935, This year the company has already 
built 130 new goods vehicles and is half-way through the work 
of building 200 new cattle wagons of increased capacity. New 
buses placed in service last year numbered 151. Of special 
interest, bearing in mind the recommendation in the Milne 
report that main-line diesels are unsuitable for the C.LE. 
system, is the opinion that the two new 915-b.h.p. diesel-electric 
locomotives now nearing completion at Inchicore will give 
greater speed and economy on suburban lines and in working 
goods trains. 


* * * * 


The Eritrean Railways 


The former Italian colony of Eritrea, now under British 
administration, is served by a 95-cm. line which climbs to 
8,000 ft. from sea level in 70 miles, by a route abounding in 
sharp curves and including long stretches of 1 in 30 gradients. 
The Italians revolutionised the passenger service by introduc- 
ing Single-unit diesel railcars—littorine—for first-class pas- 
sengers, which for the 73 miles from Massaua, on the Red Sea 
coast, to Asmara, take 34 hr., against 7 hr. by steam train. 
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The line continues from Asmara through Keren to Agordat, 
some 190 miles from Massaua, on a moderate descent all the 
way. The difficulties of operating such a line are considerable 
and are made clear in an article on the system in this issue, 
There is a great compensation, however, and one not always 
enjoyed by operators of narrow-gauge mountain lines, in that 
private hauliers carrying goods on the road paralleling the 
railway in from the coast must have permission from the rail- 
way general manager. There is also an interesting ropeway— 
the longest in the world—between Massaua and Asmara, taking 
a more direct course than the railway, which is responsible for 
its operation; but it is not at present working, although stil] 
regularly maintained. 
* * * * 

Enlarging Berne Station 

For years the cramped accommodation at Berne Station, 
which has narrow and insufficient platforms, has taxed the 
resources of the operating department of the Swiss Federal 
Railways. The chief drawback to any widening of the station 
has always been the existence on the north side of a steep slope, 
formerly part of the city ramparts. Until 1913, the trend of 
traffic passing through Berne was mainly east to west, from 
Zurich to Lausanne and Geneva, a service now maintained by 
the fast “city-to-city” trains from Rorschach to Geneva, but 
then the opening of the Loetschberg route introduced an 
important north-south traffic between France and Italy via 
Delle, Brigue, and the Simplon Tunnel. Although in 1912 a 
rebuilding scheme was drawn up, various factors delayed its 
carrying out, and only in 1944 were plans agreed, but then a 
private firm submitted a plan for removal of the station to a 
site farther west. Last year, as stated in our article elsewhere 
in this issue, a panel of independent experts reported in favour 
of a variant of the Federal Railways plan, for retaining the 
station on its present site, which is most convenient for the 
tourist and business man, as it gives directly on to the main 
part of the city. The local authorities have agreed, and the 
project has advanced to a more definite stage. 


* * * * 


Wasted Firebox Stays 


The accident to a locomotive while shunting at Southamp- 
ton on April 6, 1949, when the firebox collapsed in con- 
sequence of failure of stays, fortunately with no very serious 
consequences to the driver and fireman, considering the cir- 
cumstances, was inquired into by Mr. J. L. M. Moore, who 
was accompanied by Colonel R. J. Walker. The report on 
the case, which is necessarily of considerable importance, 
appears in shortened form in this issue. The corrosion suffered 
by the stays originated from the character of the water 
obtained at Horsham, where the engine had been stationed 
for some time. Its effects have been known for a long while 
and special measures taken in consequence, but these have 
now been intensified. Mr. Moore proposes that the training 
of boiler inspectors should in future include a period in the 
works and that they should be encouraged, if not required, 
to pay subsequent visits to see for themselves the interior of 
any boiler of special instructional interest. 

* . * * 


4-8-0 Locomotives for General Roca Railway 

Towards the end of 1938, the Vulcan Foundry Limited com 
pleted twelve Pacific locomotives designated “ 12K” class and 
eight “‘15A” class 4-8-0s for the Buenos Ayres Great Southern 
Railway. The 4-6-2s were built for passenger service on lines 
involving curves of 100 m. radius, and the 4-8-0 type, which 
was designed to negotiate 150 m. radius curves, for 
passenger and mixed services. As far as general dimensions 
were concerned, the boilers were indentical in both cases and 
were duplicates of boilers that had then been recently fitted to 
other B.A.G.S. locomotives. The leading characteristics of 
these 4-8-0 locomotives have been retained in a series of thirty 
with the same wheel arrangement, which have recently been 
completed by the Vulcan Foundry for Argentina. The new 
locomotives, which are for the General Roca Railway, late 
B.A.G.S., have been designated Class “ 15B,” and various modi- 
fications have been made to reduce the maximum coupled axle- 
load from 164 to 153 tons. An illustrated article dealing with 
the locomotives appears elsewhere in this issue. 








949 


‘dat 

the 
able 
sue, 
vays 
that 

the 
rail- 
iy¥— 
K Ing 
for 
still 


ion, 
the 
e ral 
tion 
ope, 
1 of 
rom 


mp- 
-On- 
Ous 
cir- 
A ho 

on 


red 
ater 
ned 
hile 
ave 
ing 
the 
red, 


of 


om 
and 
lern 
ines 
lich 
for 
ons 
and 
1 to 
of 
irty 
een 
ew 
late 
odi- 
xle- 
vith 





September 16, 1949 


Reactions to B.T.C. Report 


N the whole, the British Transport Commission is entitled 
to some measure of satisfaction at the reception which has 
been accorded its first annual report. Possibly the general 
feeling was weil reflected by the City Editor of The Times when 
he wrote that “ Most people will be relieved to learn . . . that 
the Commission came at least to within sight of earning the 
interest on its fixed capital stock last year.” The general tenor 
of newspaper comment, indeed, has been relief that the deficit 
has been so small, although naturally there has been comment 
on the way at which that figure has been reached. A leading 
article in The Times pointed out that the deficit of £4,700,000 
was less than half that which had been predicted, “and if this 
figure were really the extent of the total deficit, the owners of 
the country’s transport system could justifiably congratulate 
themselves on its relative insignificance.” 

The Manchester Guardian thinks that the British Transport 
Commission has to make the best of a bad job, and that it is 
hard to resist the impression that it has, as yet, barely begun 
to take any comprehensive view of the general questions of 
transport policy for dealing with which it was established. How 
the Commission will ever settle on a proper economic basis the 
principles for “co-ordinating” and “ integrating ” the transport 
system as a whole, is as obscure as ever. The Manchester 
Guardian estimates a loss of more than £14,000,000 on the 
railways by themselves, and thinks that the particular danger is 
that the Commission will use its road services to make the 
railways pay. Moreover, it points out that the limits to the 
Commission's concern in the detailed affairs of its Executives 
are not made any better defined by the report; also, the Com- 
mission holds the purse strings and financial responsibility 
makes it hard for it to avoid interfering in management. 

The Daily Telegraph holds the view that the transport future 
is gloomy. Several passages indicate the likelihood of an 
increase in charges, and a rise in bus fares is said to be a 
probable expedient as part of the process of co-ordinating road 
and rail. In transport, as in coal, nationalisation has so far 
produced no obvious improvement in labour relations. A 
single year, it points oui, is too short a time in which to judge 
the suitability of the existing organisation, but the results are 
scarcely calculated to allay misgiving. The City Editor of The 
Daily Telegraph says that the unfavourable factors in the report 
present a truly discouraging picture. On the operating side, 
the trend of traffic receipts and expenditure points to a falling 
off in working results; the steady realisation of investments for 
capital purposes must bring a sharp fall in investment income; 
and at a later stage revenue will have to bear tax liability. 
“ The conclusion is inescapable that at the present level of fares, 
rates, and charges, the Commission’s financial strength must 
become seriously impaired.” 

The Daily Express says that British Railways would not have 
one dissatisfied customer if they ran their trains as well as 
they presented their figures. ‘‘ Not a penny to reserves! Too 
little put by to replace plant and equipment as it wears out, 
thereby keeping the losses low.” 

The News Chronicle says that the Commission has not yet 
had time to put any of its policies into effect. It is very much 
to the credit of the Railway Executive that in spite of handi- 
caps it has managed to improve the efficiency of the rail- 
ways. “But a slight improvement is not a promise of 
salvation; it is the total absence of that promise which makes 
the glaring gap in the report.” 

The Financial Times says that the future of fares, rates, and 
charges in a co-ordinated transport system is nowhere near 
solution. The snag is that it is far from certain that the struc- 
ture of charges and scale of services which would maximise 
gross revenue, would also enable the Commission to operate 
profitably. The Commission may be in a dilemma if profitable 
operation proves possible only on the basis of unreasonably 
high charges from the community’s viewpoint combined with 
discrimination against certain forms of transport. 

The Economist mingles praise with critical comment. 
As a story of 1948, the report is said to be admirable, 
and to repay close examination as an accounting tour de 
force. The danger is that readers may confuse the presenta- 
tion of facts with the real job of the Commission, which is 
so to shape the inland transport of the country that an 
adequate service is provided at smaller real cost to the com- 
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munity. The 1948 financial result leaves the Commission with 
no sunplus from which it can put aside any contribution 
towards the replacement of assets at enhanced costs or towards 
a general reserve fund. The Economist goes at length into 
the question of depreciation, and asks “whether the Com- 
mission is discharging its full duty in pursuing a method which, 
on its own admission, does not provide sufficient funds from 
current revenue to meet depreciation.” The question is 
urgent, as the Commission is using up its cash resources at 
a rapid rate. The report lays down the principle that 
“ charges policy will be a key to effective integration” of all 
forms of transport. The Commission must learn to pay its 
way in a transport world which still preserves some elements 
of consumers’ choice and competition. Economies as well 
as increased charges can make the difference between profit 
and loss. The Commission would have done a real service if 
it had devoted more discussion to the possible ways in which 
each form of transport could improve its service and reduce 
its costs. 

The Spectator is frankly critical. It says that it is hardly 
surprising that the Commission made a loss of £4,700,000 in 
1948—* A loss which would have been three times larger had 
it made proper provision for the replacement of its wasting 
assets.” It thinks that 1949 is going to be a bad year, and 
that the chances of many good years for the railways after that 
are not bright. “If the improved loads achieved since 1948 
can be still further bettered, if the plain waste due to over- 
staffing can be cut out quickly, and if any of the alleged 
economies of large-scale organisation can be achieved, then 
there is still some hope of making the best of a bad job. ... 
It still seems that the Commission has made remarkably little 
progress with the broader problems which face it. . . . There 
is only a hope that future annual reports will show a more 
confident grasp of the transport situation than this one, and a 
fear that the public is going to repent at leisure a union con- 
tracted by the Government in haste.” 

As might have been expected, running through the comments 
on the report is a vein of uncertainty as to the wisdom of the 
changes which have been made in the accounting principles, as 
compared with the more conservative policy which the railways 
adopted over so many years. It should be said at once that 
the Commission in its report dealt very frankly and fully 
with this subject. Im many ways it made a good case 
for the changes in its basis of depreciation and so forth. 
There can be no question of the high standing of its advisors. 
Nevertheless, it may still be questioned whether, in fact, in 
adopting the course it has, trouble is not being stored up for 
the future. The pre-nationalisation railway outlook on such 
items as provision for depreciation and for deferred mainten- 
ance may have been ultra-conservative, but at least it was a 
valuable safeguard against the rainy days which all too often 
afflict transport. Time alone will prove whether the Com- 
mission’s decision will be justified by events. Any hope that 
there will be a fall in costs of labour or materials seems 
optimistic. 

« * * * 


Sir Cyril Hurcomb’s Message 


N our last week’s issue we dealt at some length with the 
first annual report of the British Transport Commission, 
and in other columns we return to the subject this week. That 
report is a voluminous document containing about 100,000 
words, and with 150 statistical tables. Obviously it could not 
hope to attain popular readership, despite the importance of 
the information it contains. The British Transport Commission, 
therefore, decided on a novel course to bring the salient fea- 
tures of the report before the 900,000 employees whose work is 
reflected in it. A special issue was arranged of items from 
the report, presented in a form similar to a popular, eight-page 
daily newspaper. 

It is a praiseworthy, if somewhat costly, method of approach 
to the staff, and there can be little doubt that it will succeed 
at least in appraising transport workers of the main features of 
the tasks they are performing and the results accruing from 
them. Moreover, in so widely diffused an industry as that 
which now comes under the control of the British Transport 
Commission, it will provide a link with, and an interest in, the 
jobs being performed by widely differing sections of staff. 

Sir Cyril Hurcomb, the Chairman of the British Transport 













































































320 


Commission, contributes an article in which he puts some blunt 
facts before the staff. He points out that the business is not yet 
prosperous, that much of the report is devoted to the financial 
side of things, and that although the position is not so bad as 
some had prophesied, it is by no means good enough. He 
emphasises that British transport is not making ends meet. The 
Commission is under a legal obligation to pay its way. It has 
to earn the money to pay for fuel, equipment, materials. and 
so forth, and it is not doing it, 

No business can be healthy while it is losing money. UIlti- 
mately, the Chairman points out, efficiency must go down, 
equipment must deteriorate, and morale must weaken. If the 
money is not there, people who want new equipment for their 
work will not be able to get it; people who have new ideas 
will see them turned down on hard grounds of cost; people 
who are genuinely trying to give good service to the public will 
find that the tools of the trade with which they are provided 
are not equal to the job. 


* * * * 


London Transport Executive 

oe the summary of the British Transport Commission’s report 

for 1948, which appeared in our September 9 issue, there 
was room for only a brief reference to London Transport 
services. The importance of the work entrusted to the London 
Transport Executive merits an extended notice. The Executive 
provides movement by rail and road for over 9} million people 
living and working in an area which covers nearly 2,000 square 
miles within a radius of 25 to 30 miles from Charing Cross. 
Since the war, Londoners have become restless, making more 
and longer journeys than they did before. Last year, rides per 
head of the population numbered 479, or 23 per cent. more 
than the pre-war average figure of 388. Passenger-miles per 
head were 1,339 in 1948, nearly 50 per cent. above the 1938-39 
level. 

These striking changes were due to the exceptional conditions 
of the post-war period, and the upward trend of travel in the 
London Transport area may not continue. To cope with the 
daily movement of 124 million people throughout 1948, the 
Executive ran 648,179,000 car-miles. That mileage was 13 per 
cent. above the pre-war level and exceeded 1947 by 6 per cent. 
An increase of some 50 million in railway car-miles—29 per 
cent, above pre-war and nearly 10 per cent. over 1947—was 
entailed by the opening of eastern and western sections of the 
Central Line. Though these additions to the railway system 
are in the early stages of development, the rail proportion of 
the total volume of passenger movement increased from 30 per 
cent. before the war and 34 per cent. in 1947 to 35 per cent. 
last year. 

Including 70 million passengers who started their journeys on 
British Railways, the London Transport railways carried 720 
million people. Road services carried 3,955 million, or nearly 
54 times as many passengers, distributed between central buses, 
2.430 million; country buses, 288 million; coaches, 26 million; 
trams, 302 million; and trolley buses, 909 million. Altogether 
the London Transport system carried 4,675 million passengers 
in 1948. 

When the average length of journey is taken into account, 
central buses performed 37 per cent. of the 1948 movement, as 
compared with a pre-war proportion of 40 per cent. The grow- 
ing use of country buses and coaches, on the other hand, 
increased their share of the total to 11 per cent. Trams, which 
will fade out gradually, provided only 5 per cent. of the trans- 
port, while the more adaptable trolley buses accounted for 12 
per cent. 

Gross receipts from London Transport railways were 
£15.085,000, and working expenses, including depreciation and 
renewals, £13,537,000. The operating ratio was thus 90 per 
cent, and compared favourably with British Railways’ ratio of 
92 per cent. for railway passenger and freight services. For 
London Transport road services the percentage of working 
expenses to gross receipts was also 90. Road takings were 
£42.828,000 and working expenses £38,512,000, leaving net 
receipts of £4,316,000. The importance of reducing expendi- 
ture is shown by a comparison with the results of the provincial 
and Scottish road passenger groups acquired by the Commis- 
sion. The takings of these were £32,485,000, and their expenses 
£28,303,000, yielding net receipts £4,182,000—only £134,000 
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below the London Transport figure. The operating ratio of 
87 per cent. achieved by the groups was the only one below 
90: per cent. for any of the British Transport Commission carry- 
ing activities by land. é 

Working costs in the London area are bound to be high, 
but special events frequently bring much remunerative traffic to 
the Transport Executive. In 1948, the Olympic Games and 
the Motor Show in particular created a larger amount of addi- 
tional business. The crowds of spectators were handled 
efficiently and the report is needlessly apologetic about London 
Transport’s inability to augment all its ordinary services to 
meet public requirements in full. One of the main difficulties 
confronting the Executive was the shortage of road vehicles. 
After the war, orders were placed for 4,000 buses to replenish 
the over-age fleet, but by the end of 1947 only 182 of these 
were delivered, and in the second half of 1948 the Executive 
was using 550 hired coaches—a costly arrangement. Towards 
the end of the year, new buses, built for provincial services, 
were diverted to London, and these vehicles, whose green livery 
is now familiar to the public, will tide things over until 1,500 
buses of the latest pattern are delivered in the course of this 
year. 

The report gives a list of changes in salaries, wages, and 
conditions of service which took effect during 1948, at an 
additional cost of approximately £1} million a year. Arrange- 
ments for the introduction of a standard week of 44 hours for 
all weekly paid staff were completed. An analysis of the 
average working week and a statement of the average miles 
scheduled for each turn of duty show how the shorter working 
week is applied in practice.. The adjustments treat the staff 
very reascnably. In addition, the canteen service was expanded, 
and altogether during 1948 the Executive spent about £250.000 
on welfare facilities and amenities, excluding expenditure on 
capital account. It is to be hoped that much of the expendi- 
ture will not recur, as it represents an outpayment of £2 10s. 
for each employee. 


7 * * + 


Nationalised Road Transport in 1948 


ETAILS of road transport activities, both passenger and 
freight, given in the first annual report of the British 
Transport Commission, are of necessity somewhat different in 
their scope and value for comparative purposes from those 
of the other major forms of B.T.C. operations. The Act of 
1947 did not nationalise road transport, but made provision 
for the acquisition of various types of undertaking. The 
B.T.C. was instructed to acquire road transport freight under- 
takings whose business consisted to a predominant extent of 
ordinary long-distance carriage for hire or reward. From an 
appointed day (not yet fixed by the Minister of Transport) the 
Commission will have the sole right to carry on long-distance 
road haulage for reward, other than of specified excepted traffics. 
Road transport owned by the railways passed automatically 
to the B.T.C. and that portion which is concerned with railway 
collection and delivery work is in the hands of the Railway 
Executive. It involved the use of 5,873 motor vehicles, 15,731 
trailers, 6,456 mechanical horses and articulated motors, 24,821 
horse-drawn vehicles (with 7,404 horses), and service vehicles 
and cars. The horse-drawn vehicle stock decreased by 1,519 
during the year, and trailer stock increased by 1,766. This 
work resulted in a working loss of £3,947,810 during the year 
1948. A loss is a normal feature of such operations, which 
are regarded as an ancillary service. and not a separate trading 
activity. 

Railway-controlied road haulage undertakings, such as Carter 
Paterson and Pickfords, were transferred to the Road Trans- 
port Executive, and various large road haulage groups were 
acquired by voluntary agreement up to June 30, 1948. By 
the end of the year the share capital had been secured in these 
ways of 248 predominantly long-distance undertakings, owning 
8.208 motor vehicles, 1.717 trailers, and 1,867 horse vehicles. 
The process of compulsory acquisition began on October 1 last, 
and the results will appear in subsequent years. British Road 
Services (the trading name adopted for these activities) showed 
gross receipts of £14,342,620, working expenses and deprecia- 
tion £13,211,401, and net traffic receipts £1,131,219. 

With passenger coad transport, the B.T.C. has no powers of 
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compulsory acquisition, excepting under area schemes, and 
its interests outside London during 1948 consisted of share- 
holdings inherited from the railways, supplemented by those 
acquired voluntarily from Tilling, the S.M.T., and the British 
Electricity Authority. The receipts and expenses of the Tilling 
and S.M.T. groups are fully consolidated in the accounts, as 
they are virtually wholly owned by the B.T.C. Incidentally, a 
footnote indicates that compulsory acquisition powers are being 
sought (presumably by means of the Companies Act) in respect 
of the small outstanding outside interests. The figures of work- 
ing results cover these companies, and also the Midland 
Counties group, as well as the share of passenger services 
formerly owned by the railways in connection with joint 
workings with Yorkshire municipalities. | These undertakings 
owned in all 12,114 buses and coaches, and 43 trolley buses at 
the end of 1948, and had a total staff of 53,229. The receipts 
accruing to the B.T.C. were for a year from the Tilling group, 
but only nine months for the Scottish and Midland Counties 
groups. They totalled £32,484,957 gross and £4,181,792 net. The 
B.T.C. bus shareholdings in the B.E.T. group taken over from 
the railways are not controlling interests. They are treated as 
investments, and gross dividends received have been credited to 
the revenue account. These shareholdings have a book value 
of £4,252,316, which is the same as that at which they were 
shown in the railway company accounts a year earlier. Other 
interests in non-controlled bus and coach companies, and in 
joint bus services with local authorities, bring the total book 
value up to £6,720,836. 

As was expected, road transport is shown to be the most 
profitable transport activity of the B.T.C., but the operating 
figures for 1948 are of but limited interest in view of the 
differences of period covered, as between one acquired com- 
pany and another, and of the fact that in most cases the B.T.C. 
control was entirely financial. 


. * 7 * 


Railway Wage Claim Rejected 


ae rejection of the railway wage claim by the Concilia- 
tion Board, whose findings are given elsewhere in this 
issue, must be considered as a direct blow to the leaders of 
the National Union of Railwaymen. Their persistence in 
pressing their claim in the face not only of an earlier arbitral 
decision against them. but also in opposition to Government 
pleas for restraint in demands for higher wages, coupled 
with their inability to control unofficial strike movements or 
generally to exercise reasonable discipline over their mem- 
bers, has resulted in a diminution of public sympathy for the 
railwaymen. There can be little doubt that the public is well 
disposed to the railwaymen and has a measure of sympathy 
with their desire to improve their standards; on the other 
hand, the manner in which their claims have been handled has 
not been such as to help their case. 

Encouragement of the men by the union leaders to believe 
that large-scale wage conditions were possible, despite the 
obviously parlous position of the railways, was bound to 
lead to disappointment. Having held out promise of better 
things to the men, the union leaders, as on previous occa- 
sions, now have to solve the problem of restraining the rank 
and file from action in pursuit of an objective which they, no 
doubt, have become to believe justifiable. More temperate 
and better negotiators at the earlier stages would have 
achieved small but welcome improvements in the standards 
of the lower-paid railwaymen. Persistence in forcing the issue 
past the ordinary conciliation machinery has resulted, as 
logically it had to do, in a rejection of all the main claims. 
Should by any chance the offer of small increases to the lower- 
paid workers be reaffirmed it would be purely an act of grace 
on the part of the Railway Executive made despite the 
discourteous reception by the union leaders which greeted it 
when it was made originally. 

The Board is to be congratulated on the speed and effici- 
ency with which it dealt with the mass of evidence presented 
during the twelve full days on which the hearings took place 
and which enabled its findings to be promulgated so soon 
afterwards and at a most appropriate time. On September 7, 
the British Transport Commission report and accounts for 
1948. showing a deficit of £4,732,824 during the first year of 
nationalisation, was published. This was followed on Sep- 
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tember 8 by the full debate at the T.U.C. annual conference 
at Bridlington on the question of wages, prices, and profits, 
when the delegates by a large majority decided to pursue 
the greatest possible measure of restraint on increased wage 
claims—a resolution which had the support of the delegates 
from the National Union of Railwaymen. The next day, the 
Board of Conciliation announced in its report that, after 
the most careful consideration of all the factors, and with the 
fullest sense of responsibility to the railwaymen, it had 
reached the unanimous conclusion that neither the claim for 
a flat rate, or any increase, nor the claim for enhanced pay- 
ment for time worked after noon on Saturday, is justified 
at the present time. 

This important decision has been reached by an indepen- 
dent body of responsible people, each of whom is an expert in 
his own particular field, appointed by the Minister of Labour 
to give an unprejudiced opinion of the dispute which had 
arisen between the Railway Executive and the National Union 
of Railwaymen. Their task was neither an easy nor an 
enviable one, but it is important to note that, after hearing 
all the parties concerned in the claim, and having duly 
weighed all the factors, they are unanimous in their conclu- 
sion that no justification exists in present circumstances for a 
wage increase, either as a flat rate or even on the basis of 
the Railway Executive’s offer made in the early stages of the 
negotiations and which would have given an increase of 3s. 
a week to the man on the lowest rate with a gradual tapering 
towards the higher ranges. 

The findings of the Board insofar as salaried and concilia- 
tion staff are concerned are final and binding on the parties, 
as the terms of reference to the Board provided that in the 
event of failure to reach agreement on any point, the Board 
would make recommendations which the parties agreed be- 
forehand to accept. The report, moreover, is based on Govern- 
ment policy, and, therefore, leaves no ground for Government 
interference, should pressure be brought to bear by the men 
with this object in view. While in some quarters keen dis- 
appointment and, perhaps, some resentment may be felt that 
the Board has not seen its way to recommend any concession 
on the wages issue, the position should be accepted gracefully 
in the knowledge that the claim has received a full and fair 
hearing. It should now be abundantly clear to the member- 
ship of the National Union of Railwaymen that, after the 
hearing of their claims by two independent bodies—first the 
Railway Staff National Tribunal in connection with the 
12s. 6d. application and then the Board of Conciliation on 
the revised claim for 10s. a week advancement—that an 
increase in wages cannot be justified at the present time. 

Already in some quarters there has been recourse to go- 
slow working, but such unconstitutional procedure in direct 
Opposition to union advice is not likely to aid the cause, 
and will undermine still further the authority of the union 
unless its executive takes a firm line. Go-slow working and 
token strikes during 1949 have involved British Railways in the 
loss of much needed revenue. With a deficit of nearly five 
million pounds on last year’s working and the prospect of even 
greater losses in respect of the current year, it is the duty of 
every railwayman to do his utmost to bring about improved 
efficiency and increased business with a view to liquidating. 
the deficit and in the hope that at the appropriate time the 
question of improved rates of pay and conditions of service 
can be regarded in a more favourable light. 

Although the proceedings at the Conciliation Board have 
not led to any increase in rates of pay. certain matters con- 
cerning improved conditions of service of salaried and con- 
ciliation staff were raised by the three railway unions, and in 
the case of six’ of the items so raised, agreement was reached 
by the parties and details of the arrangements appear in the 
report. These provide for the abolition of rural rates of 
pay; better conditions for men reduced in grade owing to 
eyesight failure, ill-health, or accident; an additional en- 
hancement for work performed on rest days; credit and 
payment to passed firemen and passed cleaners for higher- 
grade duty turns when drivers and firemen are required to 
work on their rest days; lieu leave with pay at ordinary 
rate for staff required to work a turn of duty commencing on 
Christmas Day or Boxing Day; and payment at the minimum 
driver’s rate to a fireman who has worked 287 driving turns 
and has not been appointed as a driver, when firing. 

In three other cases, in which settlement could not be 
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reached across the table. concessions have been made. 
Stationmasters, agents, and supervisory staff who are called on 
to supervise staff whose working hours are fixed at 42 a 
week, have been granted a 42-hour week in place of the 
present 44-hour week, without loss of pay. -Increased “on 
call’ allowances are recommended for certain salaried staff 
required to be within call on alternate week days or weeks 
and/or alternate Sundays. Certain signalmen will benefit as a 
result of a revision of the scale of marks which determines 
the classification of signal boxes and which will have the effect 
of improving the classification of those boxes which qualify 
under the new range of marks. 

The Board recommends that the claims in respect of rail- 
way shopmen should be referred back to the Railway Shop- 
men’s National Council. In making this proposal it states 
that the machinery of the Council has functioned satisfactorily 
since 1927, and it feels that it is of the highest importance 
that the constitutional machinery in any industry should be 
supported. The N.U.R. will no doubt see difficulty in accept- 
ing this recommendation, as it contends that it has experi- 
enced nothing but frustration in connection with the wage 
claim. owing to the delaying tactics adopted by the repre- 
sentatives of the Confederation of Shipbuilding & Engineering 
Unions who are members of the employees’ side of the Rail- 
way Shopmen’s National Council. 


* * * * 


Transport in Ireland 


INCE the Irish Government announced 
nationalise the public transport systems (rail, road, and 
canal) south of the Border, in February last, there has been a 
hiatus. It is true that before the Dublin Parliament rose 
for its summer recess a Bill in blank was introduced to imple- 
ment the government’s decision, and the government has 
announced the terms of compensation which are to be paid 
to stockholders of the Irish Transport Company and of the 
Grand Canal Company. Details of the terms were given in 
our May 27 issue. Since then, however, very little has been 
known as to the progress of developments. The actual pro- 
visions of the Bill have not been made public, although there 
is little doubt that they will be in October, for it is generally 
expected that the second reading will take place then. 

When the Irish Government announcement was made, the 
Great Northern Railway (Lreland) was specifically excluded. 
This was because of the difficulty of dealing with the extra 
territorial sections of the line. Meantime, the financial posi- 
tion of the G.N.R.(I.) has become such that it is carrying on 
practically on a day-to-day basis, and there have been dis- 
cussions between interested parties north and south of the 
Border as to its future. It will be recalled that under the 
proposals made by Sir James Milne in his Report on Irish 
Transport last December the G.N.R.(I.) assets in Eire were 
to be taken over by the Irish Transport Company and those 
in Northern Ireland by the Ulster Transport Authority. 

Whether this will be the basis on which the future of the 
G.N.R. will be decided is as yet uncertain, but it seems clear 
that its independent existence cannot continue much longer. 
Inasmuch as it provides a connection between the north and 
south it may yet prove a valuable link between two separate 


its decision to 


transport systems. Obviously, whatever the terms of the 
Southern Ireland Bill, the Transport Authority in Dublin 
will not be without interest in the operation of the 
G.N.R. Equally. the Ulster Transport Authority in Belfast 


appreciates the valuable part which the G.N.R. plays as an 
essential link between the two capital cities. 

There has been no clear indication that the conversations 
between Dublin and Belfast on the future of the G.N.R. are 
sufficiently advanced for an early announcement to be made. 
It seems probable, therefore, that the Bill which will receive 
a second reading in the Dublin Parliament next month will 
confine itself to implementing the decision to nationalise 
transport south of the Border. The practical effect of this 
measure should not alter greatly the position which has 
obtained since the Irish Transport Company was formed in 
January, 1945. The Chairman of that body is already ap- 
pointed by the Government, which is largely interested finan- 
cially, and he has the right of veto of any proposals which 
may be put forward by the stockholders’ directors. 
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Railway Motive Power in the United States 
HE very considerable change made in the relative pr por- 
tions of the work done on the railways of the United 
States by the principal types of locomotives, and the rate at 
which this change has taken place, is clearly indicated by 4 
recent statement prepared by the Interstate Commerce Com- 
mission from information furnished by the railways. In pas- 
senger service, steam locomotives using coal as fuel handled 
63-7 per cent. of the car-miles operated in 1941, while in {948 
this figure had fallen to 36 per cent., though if engines using 
oil fuel are included the relative figures become 85-7 an 54 
per cent. respectively. The percentage of the work done by 
electric locomotives remains about constant at 6°5 per cent. 
Over this period the diesel-electric locomotive increased its 
share in the work from 7°8 per cent, in 1941 to 39:5 per cent, 
in 1948. 

In freight services, the proportion of the gross ton-miles 
operated by steam power has declined rather less than the 
equivalent figure in passenger traffic, the drop being from 79-7 
per cent. in 1941 to 59-5 per cent. in 1948. These figures refer 
to coal-fired locomotives, and if those using oil as fuel are 


included the relative percentages are 97-5 and 76°8. Electric 
power in freight service declined slightly from 2:3 to slightly 


over 2 per cent. The proportionate rise in the use of the diesel 
in freight service is greater than in passenger services and the 
increase was from 0:22 per cent. in 1941 to 21:3 per cent, 
in 1948. 

Considering shunting locomotives, those using coal in 194] 
performed 75-8 per cent. of the shunting-hours worked, and 
by 1948 this figure had dropped to 53:7 per cent. Oil-burning 
steam shunting locomotives worked 10:8 and 8:1 per cent. of 
the shunting-hours in 1941 and 1948. As in passenger train 
working, the electric locomotive share remained approximately 
constant and performed about 1:25 per cent. of the shunting 
locomotive-hours in all the years since 1941. The proportion 
of the work done by the diesel in the meantime rose from 
12 per cent, in 1941 to 37 per cent. in 1948. 

These statistics clearly show the strides that have taken place 
in the adoption of diesel-electric traction, notably for main-line 
working. This change may be examined in a different manner 
by considering a further set of figures appertaining to the 
relative numbers of steam and diesel Jocomotives in service. 
About ten years ago, when the use of the diesel engine was 
just about getting under way, the ratio of replacement was 
from 1°5 to 2-5 steam locomotives replaced by 1 diesel. With 
this in mind, the figures for three years are not without interest, 
for on April 1, 1947, there were 36,625 steam locomotives and 
4,811 diesel-electric engine units. A year later, 1948, the 
number of steam locomotives was 34,421, and there were 6,319 
diesel-electric units, This was an increase of 1,508 diesels 
against a decrease of 2,204 steam locomotives in one year and 
the ratio was 1:44 to 1. In the year ending April 1, 1949, the 
number of diesel-electric units increased by 2,592 to a total of 
8,911, and at the same time the number of steam locomotives 
decreased 2,669 to 31,752, but the replacement ratio dropped 
to 1:06 to 1. These figures are of considerable interest because 
they would appear to indicate that the relative value of steam 
and diesel locomotives does not differ greatly as regards the 
amount of work cach can do in a given period. Does this 
mean that modern steam power is gaining in its availability 
as compared with the diesel-electric locomotive? 

It is also evident that, even at the present rate of construc- 
tion, it will be many years before the steam iocomotive can be 
replaced by diesel power, and at the same time the electric 
locomotive would seem to have little chance against the diesel- 
electric unit in any class of traffic. 


Coat Boarp Prorit.—A gross profit of £6,676,883 or 2s. 7d. 
a ton was made by the Coal Board in the second quarter of 
this year. The surplus, after providing for interest and 
compensation to former coal owners, taxation, etc., amounted 
to £2,491,883. This brings the total surplus for the first six 
six months of the year to £6,324,530. In 1947, the first year 
of nationalisation, the Board reported a £23,255,586 deficit. 
whereas the last year the surplus was £1,651,965. Accounts 
for the second quarter of 1949 show that the average price 
was 47s. 9d. a ton—a rise of 8s. 2d. a ton since nationalisation. 
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LETTERS TO THE EDITOR 


(The Editor is not responsible for the opinions of correspondents) 


London Tilbury & Southend Railway 


The Railway Club, 
57, Fetter Lane, E.C.4. September 2 
To THE EpiTor OF THE RAILWAY GAZETTE 
Sir,—The article in your September 2 issue, the “ London, 
Tilbury & Southend Railway” is most interesting, but it is a 
pity that your correspondent was not a little more careful in 
his mileage comparisons. I refer to the statement (mentioned 
twice) that the old G.E.R. route from Liverpool Street is ten 
miles longer! The facts are that the distance from Liverpool 
Street via Shenfield to Southend Victoria is 414 miles, and from 
Fenchurch Street, by L.T.S.R. route to Southend Central, is 
354 miles, a difference of only 5} miles. 
Yours faithfully, 
G. A. NEWMAN 


New Railways for London 


39, Fontenoy Road. 
Balham, S.W.12. August 30 
To THE EDITOR OF THE RAILWAY GAZETTE 

Sik,—With reference to the articles on New Railways for 
London, may | query the comment on page 151 of your 
August 5 issue that “ Victoria is given no such relief {i.e., 
large-size tubes] despite its need.” I am a regular user of the 
suburban services, and the only routes which appear to be 
overcrowded are those to Epsom Downs via West Croydon, 
and. to’ a lesser extent, to Coulsdon. Victoria is surely less 
in need of relief than any other London terminus of the 
Southern Region. It has more platforms than it can use. 
counting of course the six “double” platforms of the old 
Brighton Section, and this is due partly to the bottleneck 
outside the station. This raises some speculation as to the 
site chosen by the writer of your articles for the entry to the 
tunnel between Grosvenor Road and Victoria to join route F 
at Trafalgar Square. There is little enough space for existing 
tracks as it is. 

Is it not true to say, also. that the first priority tube Route C 
will relieve the two services mentioned, to some extent? 

Yours faithfully, 
H. A. B. LEE 

(We think our correspondent has missed our true point. 
The relief which Victoria most needs is better connection 
with the West End, to obviate the irksome change from 
S.R. suburban train to bus. Our proposal would afford this 
by taking the two Brighton local lines and putting them in 
tunnel at the foot of Grosvenor Road bank, whence they 
would run beneath Victoria station to join Route F at Trafalgar 
Square. In this way, Central Section passengers would reach 
the Strand and the Bank without change and by a con- 
venient cross-platform interchange with Route C at Victoria 
(Low Level), Mayfair. and the Euston-Kings Cross area. The 
terminal accommodation freed at Victoria would be valuable 
for accommodating the main-line traffic which will be 
increased by the eventual electrification of the remaining 
steam-worked services of the Central Section—kEb., R.G.] 


Lime Street Station, Liverpool 


135, Mulgrave Road, 
Cheam, Surrey. August 31 
To THE Epitor OF THE RAILWAY GAZETTE 

Sir,—Your very interesting and informative article on the 
re-signalling at Lime Street Station, Liverpool, which appeared 
in your August 19 issue, prompts me to offer some remarks 
regarding the station itself, as it seems to be in urgent need of 
renovation. A short time ago I paid my first visit to this 
station, and, as a lover of railways in general, and the old 
“ Premier Line” in particular, I was considerably dismayed at 
seeing such a dirty and dilapidated building—very different 
from the fine station which I had always fondly imagined it to 
be, and which, indeed, it ought to be, in view of its importance. 

The usual passenger amenities were for the most part sadly 
lacking, and what there was of them struck me as being both 
shabby and inadequate, with the possible exceptions of the 
rail bar and tea room. I had some di fficulty in locating the 
waiting room, and eventually discovered that it was approached 
from the main circulating area by a narrow passage. This 
has iron railings on one side and a brick wall on the other, 
and looks just like the tradesmen’s entrance to a suburban villa. 

The waiting room itself proved to be dark and dingy, and 
was illuminated by a single lamp of about 60 watts. Three 
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wooden benches served as seats, of which one had the back 
more or less completely broken. The room was devoid of 
decoration and everything in it seemed to be dirty; it would be 
hard to imagine anything more dismal and depressing. 

Your article stated that the cost of the re-signalling at Lime 
Street had been some £187,000, and I feel that a few hundred 
pounds could be spent with advantage in generally cleaning 
up the station and making it a little more attractive. I am 
aware that a programme of station renovations is already under 
way, and I appreciate that under present conditions it may be 
some time betore some stations can receive attention. 

It may be that Lime Street is already scheduled for a Spring 
clean, but if it is not, I would respectfully urge the London 
Midland Region authorities to consider giving it a high priority 
in their programme, now that the re-signalling and civil engi- 
neering work has been completed. 

Yours faithfully, 
DERRICK J. W. BROUGH 


Passenger Fares and Train Services 


31, Redcliffe Square, 
London, S.W.10. September 5 
To THE Epiror oF THE RAILWAY GAZETTE 

Sir,—Mr. Laundy, in his interesting commentary in your 
September 2 issue on the views evoked by his earlier valuable 
contribution, is surely uttering what is in these days heresy 
when he says: . unless nationalised transport is to become 
yet another burden on the income taxpayer, there would appear 
to be no alternative to increasing the charges” (apart from in- 
creasing passenger revenue by attracting new traffic). 

Has not the transport-using public been assured by the 
spokesmen of the B.T.C. (as indeed it has every right to expect 
to be) that our transport services—under public ownership as 
never before—will be, indeed are being—subjected to the closest 
technological review, with the object of achieving the maximum 
integration and economy? In this situation the fare-payer 
hopes not to wear forever as a millstone round his neck the 
overhead and maintenance costs of all the heterogeneous and 
often ill-related undertakings and services that past develop- 
ment has thrown up. 

Higher living standards (if we can sustain them) may, indeed, 
allow scope for the increase of pleasure travel, but the all- 
important thing is the examination of present methods of pro- 
viding service—and their cost. 

“ Fixed costs,” if acceptable as fixed in relation to particular 
units of traffic, in particular circumstances, must nowadays be 
considered as anything but fixed in relation to movement as a 
whole. It is the evolution of the B.T.C.’s policy on this matter, 
the shape of the transport system it designs—and its cost—of 
which news is awaited by users everywhere. Intricate changes 
in capital structure may be called for, but these, like technical 
changes, should be the easier for a public near-monopoly. 

Yours faithfully, 
MEDWYN ORMEROD 


Railway Passenger Traffic 


3, Anton-Fiihrer Strasse, Rheine, 
Westphalia, Germany. September | 
To THE Epiror OF THE RAILWAY GAZETTE 

Sir—In your August 19 issue Mr. J. H. Laundy, dealing 
with railway passenger traffic, broaches the theme of incongruity 
and insufficiency of the calendar of today for obtaining reliable 
comparative figures. The year has 365 or 366 days, more than 
52 but fewer than 53 weeks; 28, 29, 30 or 31 days represent a 
month. The inequality of the quarters of a year is also trouble- 
some, and the week and the month are composed differently. 

The calendar problem is a general one, influencing all situa- 
tions of human life. There are a lot of proposals to better 
the order and ‘system of the Gregorian Calendar. In the 
calmer era between the world wars National Committees were 
working to awaken broader consideration and public interest. 
The League of Nations in Geneva and the International Rail- 
way Union, Paris, were engaged in the matter. Most of the 
authorities concerned advocated first for internal commercial 
purposes a practice of 13 four- -weekly periods and a blank day 
to bring the figures up to the year’s total. It was not possible 
to obtain for the fixing of Easter a world-wide agreement, 
because it encroaches on civil life and religion. Most European 
railway administrations favoured a perpetual calendar. 

It seems suitable to take up on a broad basis the former cafen- 
dar studies with the object of better comparability of all our 
figures and statistics, especially in transport. 

Yours faithfully, 


KARL STEUERNAGEL, 
former Chief Regional Officer, 
German State Railways 
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The Scrap Heap 


Following the successful journeys of the 
two special weed-killing trains, which tra- 
velled 3,500 miles over the London Mid- 
land Region of British Railways during the 
spring and early summer, it has been ar- 
ranged for them to travel a further 1,274 
miles during September. The two trains, 
which travel at a maximum speed of 25 
m.p.h., will use 70,000 gal. of weed-killer 
solution. 


* * * 


STATION HOUSE TO DENTAL CLINIC 

The Co. Tyrone Health Service has 
established a dental clinic in the station 
buildings at Castlederg, formerly the ter- 
minus of the Castlederg & Victoria Bridge 
Tramway. By a curious coincidence, the 
nurse at the clinic is the daughter of the 
last stationmaster at Victoria Bridge, and 
a correspondent suggests that to be born 
in one terminal station house, and to work 
at the other terminus (now used for a 
very different purpose) must be almost 
unique. The Castlederg & Victoria 
Bridge Tramway was a 3-ft. gauge, steam- 
operated line, which connected Castlederg 
with the G.N.R. (I.) at Victoria Bridge, 
and was opened in July, 1887. It was 
closed on April 17, 1933, and dismantled 
some months later, 

* . * 


B.T.C. Exhibition Poster 
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MODERN APHRODITE 

. I believe unshakably that the steam 
locomotive is the only kind of machine to 
achieve absolute beauty. No woman 
can hope to compete openly with a locomo- 
tive in the matter of power, grace, and 
beauty. — Mr. Fred Majdalany, the 
“ Daily Mail” film critic, in a recent film 
review. 

* * * 


100 YEARS AGO 
From TuE RAILWAY TIMES, Sept. 15, 1849 


Great NortHEerRn Rattway.—The opening of 
another important section of this line, which took 
place recently, will very much increase the faci- 
lities of transit into Yorkshire and Lancashire from 
the south, and to the eastern and midland counties 
and London from the north. Commencing at Don- 
caster, the new line (which is a portion of the Great 
Northern main trunk or Towns line) proceeds to 
Rossington (4% miles), Bawtry (8} miles), Ranskell 
(12 miles), and Retford (17} miles). At Retford it 
joins the Manchester, Sheffield, and Lincolnshire 
Railway, which connects the route to Gainsborough, 
where the Great Northern loop terminates. By the 
opening of the Methley branch of the Lancashire 
and Yorkshire Railway, the Great Northern line 
will now afford a direct communication from London 
to Leeds and York, 


* * * 


RAILWAY PIGEONS 
Two pigeons have made Tiverton Junction 
railway station their temporary home, and 
have become so tame that they allow one 
engine driver, Mr. Bill Miller, of Cullomp- 


ton, slowly to drive an 
engine over them while 
they quite calmly sit be- 


tween the rails. 
Christened Jackie and 
Johnnie, the birds are 
homers, but at the same 
time are very quick to 
resent any attempts on the 


part of other people to 
handle them. 
They feed from scraps 


thrown from trains pass- 
ing up and down on the 
Paddington-Plymouth-Pen- 
zance run, and sleep in 
the engine shed. where the 
fumes of steam coal and 





hot engine oil fail to 
worry them in any way. 
From the “ Western 


Morning News.” 


* * * 


TRANSPORTING SEA WATER 
BY RAIL 

Londoners unable to get 
to the sea can no longer 
have the sea brought to 
them, as was possible in 
late Victorian days when 
the Great Eastern Rail- 
way undertook to supply 
sea-water from Lowestoft 
to private houses in Lon- 
don at a rate of sixpence 
per three-gallon keg. For 
a time the enterprise was 
so successful that, in spite 
of the low charge, the 
company reaped a_ con- 
siderable profit. Gradually, 
however, the demand sub- 
sided, largely, it was said, 
because of the hostility of 
servants, who by no 
means appreciated the 
additional task of carry- 








Poster advertising the British Transport Exhibition 
at Charing Cross (See article on page 337) 


ing heavy kegs of sea- 
water up to the bathroom. 
From ‘The Manchester 
Guardian,” 
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GEORGE BRADSHAW’S GRAVE 
George Bradshaw, the founder of the 
well-known railway timetable, was a man 
of many and varied interests, not the jeast 


of which was that of promoting the 
activities of “friends of peace,” who held 
congresses in several countries. In the 


summer of 1853 he travelled to Nor way 
and visited Oslo (then known as Chri isti- 
ania). The city was in the grip of a 
cholera epidemic, and victims were dying 
at the rate of 60 a day. Bradshaw con- 
tracted the disease, and died on September 
6. He was buried in the Oslo Hospital 





in the old town. 
is surmounted by a red granite obelisk 
bearing the inscription :— 


churchyard, His grave 


IN LOVING MEMORY 
GEORGE or 
MANCHESTER, ENGLAND 
WHO DIED 
AT CHRISTIANIA 


SEPTEMBER 6TH, 1853 
AGED 53 YEARS 


For many years there was some un- 
certainty as to the exact site of the grave, 
as the name of the churchyard was quoted 
as Opolo. The old part of the city has 
always been known as Oslo, and the error 
may have arisen from a written record, 
in which an old-fashioned long “S” was 
mistaken for the letters ““ PO.” Indistinct 
handwriting also appears to have given 
rise to a statement that Bradshaw died on 
September 8, whereas the inscription shows 
clearly that his death occurred two days 
earlier. The grave is still cared for by the 
local authorities and the monument is in 
an excellent state of preservation. 
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RAILWAY AFFAIRS 


(From our correspondents) 


CANADA 


Newfoundland Traffic 


A record passenger traffic between the 
mainland and Newfoundland has been 
established this year, according to figures 
released by the Manager of St. Johns, 
Newfoundland, district of the Canadian 
National Railways. He said that the 
introduction of a daily passenger service 
between North Sydney, Nova Scotia, and 
Port-aux-Basques has resulted in a move- 
ment of about 900 passengers a week in 
each direction over this route. ‘This 
constitutes a record,” he said, “for even 
during the stress of wartime, the figures 
were considerably less.” Increase in traffic 
had made necessary the operation of two 
of the company’s ships, the Cabot Strait 
and the Burgeo, in this daily service. 


New Nanaimo Terminal 


In May the new combined terminal of 
the Canadian’ Pacific Railway at 
Nanaimo. Vancouver Island, was opened. 
It has accommodation for ship, train, 
lorry. and bus, and is claimed to be the 
only terminal of its kind in the world, It 
was begun in 1947 and has cost 
$1,700,000. 

There are two storeys, and the struc- 
ture is built of reinforced concrete 
throughout. The waiting room accommo- 
dation is for 3,000 travellers. Alongside 
the passenger station is a freight shed 
measuring 26.000 sq. ft. Freight and 
vehicles are unloaded by means of a 15- 
ton lift which is adjusted to suit the 
ranges of all tides. There are two berths 
for ships, at right angles, each 380 ft. 
long. 

Adjoining the passenger station and 


freight shed is a garage holding 30 buses. 
A wide driveway around the passenger 
building enables passengers to enter cars 
and buses directly. Underneath the whole 
structure is a seawall of sandstone, 21 ft. 
high and 22 ft. thick at the base. 

At the opening, the Premier of British 
Columbia said “this wonderful dock is a 
tribute to the aggressive policy the Cana- 
dian Pacific Railway is showing on the 
West Coast. This terminal will become 
the hub of Vancouver Island and will 
bring increased activity to Nanaimo. 


UNITED STATES 


Grand Central Low Level to be Closed 
at Night 

The lower level of Grand Central 
Station, New York. is now closed be- 
tween 11 p.m. and 7 a.m. and between 
those times all New York Central and 
New York, New Haven & Hartford trains 
arrive at or depart from the upper level. 
The step has been taken to reduce operat- 
ing expenses in view of the introduction 
of the 40-hr. week on September 1. The 
New York Central has also discontinued 
operation on Saturdays of the ferry be- 


tween Weehawken, N.J., and Cortland 
Street. New York, which has proved 
unremunerative. 


New Rolling Stock on the Lackawanna 

The delivery of 15 new streamline 
coaches and nine sleeping cars contain- 
ing rooms and roomettes, ordered by 
tthe Delaware Lackawanna & Western 
has been completed by the American Car 
& Foundry Company. The coaches have 
been put into service between New York 
and Buffalo. and the sleeping cars are 


Nanaimo Terminal, C.P.R. 





Aerial view of new combined rail-road-sea terminal of the C.P.R. at 
Nanaimo, Vancouver Island 
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being operated between New York and 


Binghamton, and Elmira and Buffalo 
with some on the New York-Chicago 
service. 


The railway is awaiting delivery of a 
group of streamline coaches from the 
Pullman-Standard Manufacturing Com- 
pany, and dining cars and observation- 
lounge cars from the Budd Company. The 
coaches have accommodation for 64 pas- 
sengers and the sleeping cars have six 
double bedrooms and ten roomettes. 


PERSIA 


Progress on New Trunk Lines 

Deliveries of rails, hitherto much de- 
layed, are facilitating completion of the 
Shahrud-Meshed section, which is ex- 
pected to be open by 1951, giving 
through frail communication between 
Teheran and north-eastern Persia via 
Garmsar. where the line to Shahrud and 
Meshed branches off from the Trans- 
Persian Railway. The line from Teheran 
to the south-east, which branches off 
from the Trans-Persian at Qum, recently 
was completed as far as Kashan, and may 
reach Yazd in 1950; it is planned to 
extend this line to Karman and Bam, and 
thence either to Zahedan, terminus of a 
branch of the North Western Railway of 
Pakistan, or to Chahbar Bay on the Gulf 
of Oman, or to both places. The 
Teheran-Kazvin-Tabriz line was opened 
in 1943 to Mianeh. beyond which, how- 
ever, no work now is in progress. 


FRANCE 
Paris Passenger Transport Board 
in 1948 


According to a recent semi-official 
report, the Paris Metropolitan Railway 
conveyed 898,809,261 passengers in 1948 
compared with 783,768,708 passengers in 
the preceding year. The working receipts, 
at fr. 6,391,704,148, were considerably ex- 
ceeded by the working expenditure total- 
ling fr. 9,459,078.202. The working deficit, 
at fr. 3,067,374,054, was about two-and-a- 
half times larger than in 1947, when it 
amounted to fr. 1,342,685,310. 


EIRE 


Restriction on C.LE. Freight 

Coras Iompair Eireann has placed a 
restriction on certain perishable goods by 
rail to and from Dublin, and has informed 
traders that other goods, formerly collected 
and delivered by road freight services, 
cannot be accepted while the present strike 
of 400 freight workers lasts. 

Wholesale merchants in the distributive 
trades are concerned at the difficulties of 
collecting and delivering goods to and from 
C.1.E. depots. Mainly affected are light 
industries. such as boot and shoe, tobacco, 
confectionery and clothing, where some 
goods were conveyed formerly by road 
freight services, 

Firms reported that orders had been 
heavier than for some time past, but that 
production would be held up because of 
the difficulties of collecting raw materials 
and delivering the finished products. 

Dublin offices of firms whose factories 
are situated in the provinces are not 
affected so far by the strike. Goods can be 
accepted in the provincial towns for trans- 
port to places other than Dublin, but it is 
likely that many goods will become scarce 
in Dublin, as deliveries are not being 
effected from the railway stations in Dublin 
where such delivery formerly was effected 
by the read services. 
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Enlargement of Berne Station 


A large-scale project, which has been approved in principle, 
will alleviate congestion at this important traffic 


centre 





Eastern approach to Bernej Siation, showing on right retaining wail 
which it is proposed to set back to give space for new platform 


Photo] 


THE Swiss Federal Railways have dis- 

cussed for many years plans for en- 
larging Berne Station and relieving the 
congestion caused by its somewhat re- 
stricted accommodation. The first Berne 
Station was a terminus on the Swiss Cen- 
tral Railway from Aarburg (on the Basle- 
Lucerne line) via Herzogenbuchsee, which 
reached the outskirts of the city, at Wiler- 
feld, in 1857. As the railway network of 
Switzerland grew, Berne became an im- 
portant junction, and the opening through- 
out of the Loetschberg Railway in 1913 
placed it on a through route between 
Paris and Milan. 

The main part of the city of Berne 
stands on a bluff in a horsehoe bend of 
the River Aar, which runs in a ravine. 
The original line was carried across the 
river and along a former rampart ditch, 
and the railway installations were confined 
within a small area at the foot of the ram- 
part, which is now topped by important 
buildings, including the Federal Railways 
headquarters. The choice of this location 
preserved the amenities of the fine old city, 
and level crossings were obviated. 

In 189i, to cope with the increasing 
traffic, the terminal platforms and platform 
lines were removed and a through station 
with four platforms was built behind the 
former hall, which still forms part of the 


[Lord Garnock 


station buildings. In 1902, a fifth platform 
was added. Since then the station has 
suffered little change, but important altera- 
tions to the railway approaches were made 
with a view to facilitating eventual en- 
largement of the station. Extensive sidings 
were laid down at Laupenstrasse, west of 
the station and, on the north, the former 
weak bridge over the Aar was repiuced by 
a magnificent four-treck viaduct in rein- 
forced concrete, 


Original Plan for Expansion 

The first scheme for the rebuilding of 
the station was drawn up by the Federal 
Railways in 1912, and was approved by 
a German expert. Construction was 
delayed, so that it was not until 1944 that 
plans were finally settled between the 
Federal Railways and the Federal Trans- 
port Office. The cost was put at fr. 
31,400,000, and the work was to occupy 
Six years. 

The plan involves setting back the retain- 
ing wall on the north side of the station 
to provide space for a new island platform 
(No. 6) and two new tracks. Behind the 
new retaining wall it is possibile that two 
ey on tracks and an island platform will 

ger in tunnel beneath the grounds of 
fhe Federal Railways building. 

During the negotiations on financing the 


ww 
bo 
al 


work and obtaining materials, a private 
firm, Natter-Hostettler, came forward with 
an alternative plan to rebuild the whole 
station some 550 metres further west, on 
ground now occupied by the Laupen- 
strasse sidings. 


Enlargement of Existing Station 
Favoured 

Both schemes were submitted to three 
independent experts, one French and two 
Swiss, whose report was published in July. 
1948. They found that from operating, 
commercial, architectural, and economic 
standpoints, the balance was in favour of 
enlargement of the existing station. A 
station at Laupenstrasse would create a 
new traffic centre, with attendant urban 
transport problems, whereas the present 
station occupies an ideal position, which is 
easily accessible from the business centre 
of Berne. 

In all, as it involves the removal of 
locomotive sheds, and the construction of 
new station buildings and access roads, the 
Natter-Hostettler plan would cost fr. 
33,000,000 more than that of the Federal 
Railways. 

The experts’ report recommended that 
a variant of the Federal Railways final 
plan for enlarging the existing station be 
adopted, and the Berne cantonal and city 
authorities concurred. 

In the near future new negotiations on 
subsequent stages of the plan will begin. 
After competitive ideas have been ex- 
amined, agreement will have to be reached 
on financing, on which depends the possi- 
bility of an early start on the work. The 
financial aspect will be substantially 
affected, of course, by proposed legislation 
which has been laid before the Federal 
Parliament whereby local authorities may 
be compelled to make adequate contribu- 
tions towards the cost of railway improve- 
ments. 

The Federal Railways, in conjunction 
with the General Post Office, and the can- 
tonal and municipal authorities of Berne, 
have recently instituted an “ideas com- 
petition ” with a view to obtaining pro- 
posals for (1) the general re-organisation 
of urban traffic in the vicinity of the 
central station; (2) the re-modelling of the 
immediate surroundings of the station, 
particularly of the Bubenbergplatz and 
Bahnhofplatz: and (3) the layout of the 
proposed new buildings of the Federal 
Railways and adjacent Post Office. All 
Swiss experts not connected with the 
authorities concerned and foreign experts 
resident in Switzerland since January 1. 
1945, are entitled to participate. A total 
amount of fr. 60,000 is at the disposal of 
the committee, which includes prominent 
Swiss architects, engineers, town planners 
and railwaymen, as well as Professor 
Pirath of Stuttgart. 








SCOTTISH SOCIETY OF STUDENTS OF THI 
LOCOMOTIVE.—The inaugural meeting of 
the society was held on September 7 at 
the Ins stitution of Engineers & Ship- 
builders in Scotland, 39, Elmbank Cres- 
cent, Glasgow, C.2. under the chairman- 
ship of Mr. R. C. Menzies. In his open- 
Ing remarks, Mr. Menzies said that the 
society was intended to bridge the gap 
between the “enthusiast” or * spotter ” 
society and the Institution of Locomotive 
Engineers. and he also pointed out that. 
despite the contribution of Scotland to 
the field of locomotive engineering, there 
Was not one society of Scottish origin 
which had as its aim the serious study of 
locomotives. It was appropriate that in 
a city which had the greatest locomo- 


tive works in Europe. and two fine rail- 
way works, there should now be launched 
a society which had as its aim “the pro- 
motion of interest in the science or prac- 
tice of Railway Locomotive Engineering.” 
Mr. W. Robertson, chairman of the 
society, said that the society was open to 
all. and he appealed to members to take 
an active part. A member was not neces- 
sarily wrong because his opinion was the 
direct negative of accepted practice. 
Meetings of the society will be held on 
the first Friday of each month at 7.30 
p.m. at the Scottish Region headquarters, 
302. Buchanan Street, Glasgow, C.2. The 
society is indebted to Mr. T. H. Moffat, 
Deputy Chief Regional Officer, Scottish 
Region. for placing a room at their dis- 


posal. Details of membership of the 
society, which is not confined to Scots, 
can be obtained from the honorary secre- 
tary, Mr. M. Smith, Jnr., 61, Rupert 
Street. Glasgow, C.4. 


IMporT LICENSING DEPARTMENT.—The 
Import Licensing Department of the Board 
of Trade, with the exception of the 
Machinery Section and the staff dealing 
with E.R.P. claims, will be transferred as 
from Monday next, September 19, from 
its present premises in Regent Street, 
London, W.1, to Romney House, Tufton 
Street, Westminster, S.W.1 (telephone, 
Abbey 9080). The Machinery Section and 
the staff dealing with E.R.P. claims will 

emain at 91, Victoria Street, S.W.1. 
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The Eritrean Railways 


A narrow-gauge African line which takes the traveller in a few hours 
from a torrid coast to temperate highlands over a spectacular route 


By Major O. P. C. Collier, 
General Manager, Eritrean Railways & Ropeway 


HE Eritrean Railways, built to the un- 
usual gauge of 95 cm.. run from the 
port of Massaua, on the Red Sea, to 
Asmara, 73 miles distant and nearly 8,000 
ft. above sea level. The line then con- 
tinues through Keren to Agordat, 124 miles 
from Asmara and at an altitude of ap- 
proximately 2,000 ft. From Agordat, a 
road service, operated by a contractor for 
the railway, connects with the Sudan Rail- 
ways at Tessenei, just inside the Eritrea 
border. 

The railway was begun by the Italians 
as far back as 1887 for military purposes, 
but did not reach Ghinda, about half way 
to Asmara, until 1904. There the head- 
quarters of the railway was established 


“hump” with 1 in 33 gradients, later 
descending to the fairly fertile Damas 
plain, then entering the valley of the 
Ghinda River to Ghinda Station, km. 69, 
altitude 2,914 ft. Nearing Ghinda the 
valley narrows, and the line, overhung by 
green trees, crosses and re-crosses a clear 
stream, and one can almost imagine one- 
self in England until one sees a string of 
camels, or a pack of baboons run across 
the track. Beyond Ghinda the line gets 
into the mountains and really begins to 
climb with a steady gradient of 1 in 29 
and curves of 70 metres radius. 

The most spectacular section com- 
mences at Nefasit (km. 93) and altitude 
5,483 ft. From there until reaching the 
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The Eritrean Railways & Ropeway 


until transferred to Asmara, which was 
reached in 1911. 

The line was extended to Keren by 
1922 and reached Agordat in 1928. It 
was intended to extend to Tessenei, and 
construction was completed to Biscia. 
some 19 miles beyond Agordat, in 1932, 
but got no further. The track between 
Agordat and Biscia was taken up by the 
British army during the war. 

Massaua has the reputation of being the 
hottest port in the world, and anyone who 
has been there during summer will prob- 
ably be in complete agreement. From this 
arid and sweltering coast, in less than 
four hours in the littorina (diesel rail- 
car), one has reached the delightful 
climate of Asmara, a modern city with 
wide tree-lined streets, fine buildings, well- 
stocked shops, cinemas, cabarets, and 
other modern conveniences. 

The temperature in Asmara is seldom 
more than on a warm English summer 
day, though it falls rapidly at sundown, 
and a fire in the evenings is often wel- 
come. The newcomer will find that the 
rarified air will soon cause him to pant if 
he takes much exercise. 

The journey from Massaua to Asmara 
can be described as spectacular, especi- 
ally in its final half. Normally, when 
travelling by rail and one sees a range of 
mountains ahead, it can be anticipated 
that the line will sneak across by some 
pass and burrow through by tunnel. Not 
the Eritrean Railways, which climb to the 
height of almost the topmost peak! Actu- 
ally, the distant mountains which one 
sees from Massaua are not strictly a 
range at all, but rather an escarpment cul- 
minating in the plateau on which Asmara 
stands. 

From Massaua to Mai Atal (km. 29) 
the line climbs fairly gradually through a 
country of low, stony, hills and scanty 
thorn-scrub, and then winds up over a 


top of the escarpment, three km. from 
Asmara, and its maximum altitude of 
7,853 ft., the line winds around spurs 
and re-entrants and through numerous 
tunnels, clinging precariously to the moun- 
tainside with dizzy drops below, and 
generally within or above the clouds. At 
one point the line mounts in three stages 
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through the mountains of the Keren battle 
area to Hummed (km. 128) and altitude 
3,066 ft. From there onwards the line 
descends gradually through fairly arid 
country to Agordat (km. 188°8) and alti- 
tude 1,987 ft. On the Agordat section 
there are ten tunnels, all between Asmara 
and Hummed. 

The track consists of flat-bottom rails, 
mostly 9 metres in length and weighing 
249 kg. per metre, laid on steel sleepers, 
It is well ballasted and maintained in 
good order. There are 534 bridges and 
culverts on the whole length of the line 
and all are of masonry construction ex- 
cept two steel viaducts across the wide 
river beds near Agordat. All tunnels, with 
the exception of one for protection only, 
are bored through solid rock, and most 
of the tunnels and many of the bridges are 
on the curve. 

Considerable trouble is caused by land- 
slides and falling rocks in the rainy 
season, July-September, especially on the 
section Nefasit to Asmara. Small rocks 
and stones are frequently brought down 
on to the track by the numerous baboons 
scrambling about on the hillsides. 

The headquarters of the railways, work- 
shops, stores, etc., are located in Asmara, 
The works are well equipped with modern 
machinery and are capable of carrying 
out all necessary repairs to locomotives 
and rolling stock. There is a separate 
diesel shed for the servicing and overhaul 
of the nine railcars and the shunting en- 
gines. The locomotive running shed at 
Massaua is also reasonably well equipped 
with machine tools, etc., and there are 
small unequipped sheds at Ghinda, Keren, 
and Agordat. 


Motive Power 


Steam locomotives at present service- 
able consist of eight 0-4-0 shunters, and 
for the main line, four 2-6-0s, seventeen 
0-4-0 + 0-4-0 Mallets, and four 0-8-0s 
with axles on the Klein-Lindler system. 
The Mallet engines are of three classes; 
seven saturated steam with a tractive 
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Gradient profile of the Eritrean Railways 


on the same hill side. looping through 
tunnels and around a spur over the Dorfu’ 
valley. 

Between Massaua and Asmara, there 
are 30 tunnels, and 20 of them between 
Nefasit and Asmara. Total curve to 
straight on the section Ghinda to Asmara 
is 62 per cent., and for the whole line, 
55 per cent. From Asmara, in the direc- 
tion of Agordat, the line runs more or 
less on the level, over the plateau, for the 
first ten km. and then drops down again, 
following various valleys, to Keren (km. 
104), altitude 4,559 ft. Then follows 
another somewhat spectacular section 


effort of 7,000 kg., four superheated with 
tractive effort 13,500 kg. and six super- 
heated with tractive effort of 11,400 kg. 
The four 0-8-Os are superheaters with a 
tractive effort of 8,500 kg. The 2-6-0s are 
saturated, and have a tractive effort 
7,000 kg. Four of the Mallets are fitted 
with steam brake, but all the remaining 
locomotives have handbrake only. There 
are five diesel shunting engines. ; 
The railway also possesses nine Fiat 
diesel cars (littorine), with a seating capa- 
city of 32-36 seats, and two petrol-driven 
motor trolleys. All steam engines are coal 
fired, though some were converted to oil- 
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0-4—0+-0-4—-0 locomotive in Asmara shops 


firing during the war with makeshift appa- 
ratus constructed in the workshops. Be- 
cause of the ever-increasing cost of fuel 
oil and excessive maintenance costs of 
boilers, these have all now been re- 
converted to coal burners. 

The steam locomotives are old, of 
somewhat fragile construction, and re- 
quire much maintenance. Availability is 
poor. In contrast the diesel cars, though 
some 13 years old, are most reliable 
machines, and even under the arduous con- 
ditions of the railway give little trouble. 
Of the nine available, eight are usually in 
service. The diesel shunters give littie 
trouble. The maximum gross load which 
can be hauled up the hill from Ghinda to 
Asmara is 100 tonnes. 

The rolling stock consists of 7 passenger 
coaches, 3 sleeping cars, 1 restaurant car, 
1 saloon coach with separate kitchen and 
electric generator van, 2 service coaches, 
and 8 luggage, etc., vans. There are some 
500 goods vehicles, All stock is fitted with 
screw handbrake only, and, though old. 
is generally in good condition. 

Water supply is a problem. especially in 
Asmara, where in the dry season almost 
all the water for the locomotive depot has 
to be brought in by tank wagon, some 
from a distance of 19 miles. 








Traffic is operated on a modified ticket 
system, and all stations and crossings are 
connected by telephone. There are no 
signals. All first class passengers are Car- 
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carried in passenger vehicles and fourth 
class, most numerous, in open wagons. 
The “mixed” steam train takes 7 hr. 
for the Massaua-Asmara journey and 
10 hr. Agordat to Asmara. 
Traffic carried during 1948 was :— 


Total goods tons me 117,684 
Totalton-km. ... ‘ 14,104,644 

Passengers : 
First class ‘ied ata em 41,555 
Third class en date ee 43,132 
Fourth class 356,379 
Total ial aie 441,066 


Principal commodities carried are (im- 
port) cement, sugar, cotton goods, diesel 
fuel. petrol, and textiles; (export), sesame, 
beer, grain, scrap metals, hides, wine, dum 
flour, linseed, matches, bananas, and flour; 
and (internal) durah (millet). bulduk, 
maize, salt, vegetable oils, dum _ nuts, 
native beer, coffee. firewood, charcoal, 
and bananas. 

Staff on January 1, 1949, totalled: 
British, 8; Italian, 290; native, 1,325; or 
1,623 in all. 

Goods tariffs are divided into five 
classes, with rates as under:— 


ton km. 
Class |, East African cents 8 
oo ae “ = ial aa 59 
oe - PS os 42 
ws om ws “ia poe 39 
5. » » 31 


Special rates are considered for large 





Diesel depot, Asmara 


ried by littorina, the journey Asmara to 
Massaua or vice versa taking 34 hr. and 
Agordat 5 hr. Third class passengers are 


ew ae 


Fiat diesel railcar (littorina) 


consignments and to assist the export of 
certain commodities. The majority of the 
traffic is at fourth and fifth class or at 
special rates. 


Passenger fares are:— 


km. 

First class, East Africancents ... i 12 
ae - - aa _ 5 
POG iso a o° ae 2 


(100 cents equal one East African shilling) 


There is an excellent road more or less 
parallel to the railway the whole dis- 
tance from Massaua to Agordat, tarred 
except for the final 40 km. or so. The 
railway, however, has the first refusal of 
all traffic on the parallel road; all goods- 
carrying vehicles travelling on it have to 
carry a permit issued by the General 
Manager of the Railways. 

The railway is also responsible for the 
aerial ropeway from Massaua to Asmara 
with a length of 71-8 km., and longest in 
the world, with a lift of 7,780 ft. The 
ropeway has not been operated for traffic 
since 1943 and is kept on a care and main- 
tenance basis only; each section is turned 
over once a month for testing the motors 
and greasing the cables. ; 

The Eritrean Railways & Ropeway Is a 
Department of the British Administration 
of the Territory. 
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112 on Massaua-Asmara section 


View at km. 


Diesel car entering station on Asmara-Keren section 
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Overbridges for Penistone-Wath Electrification 


These bridges have 26 ft. 6 in. pre-stressed concrete 
beam spans with a construction depth of only 1 ft. 6 in. 


TH Worsborough branch, a link in the 

direct Penistone-Wath route of the 
Eastern Region, is being electrified as part 
of the Manchester-Sheffield-Wath elec- 
trification scheme. It has severe gradients 
agaist the load of the heavy mineral 
traffic which comes from the South York- 
shire coalfield to the Sheffield-Manchester 
main line via Penistone. 


Reconstruction 

On the branch there were two masonry- 
arch overbridges having insufficient clear- 
ances for an overhead electric conductor 
system, and they have therefore had to be 
reconstructed. The first of the new 
bridges, at Gilroyd Lane, has been com- 
pleted, and the second, at Hound Hill 
Lane, is nearing completion, The Gilroyd 
Lane bridge carries considerable road 
traffic including buses. 

As the existing road levels could not be 
raised, it was decided to use pre-stressed 
concrete beams in the construction of both 
of these bridges, thus securing a construc- 
tion depth of only | ft. 6 in. for a span 
of 26 ft. 6 in. 

As considerable subsidence is to be 
expected, the bridges have been designed 
so that the superstructures can be jacked 
up to a new level when required. At the 
top of each masonry abutment three 
pockets have been left for jacking, and 
the cased concrete steel jacking-beams 
form a bearing for the bridge superstruc- 


ture. The abutments were rebuilt to give 
improved lateral clearances for railway 
traffic. 


Pre-stressed Concrete Beams 

The superstructure of each bridge con- 
sists of 18 pre-stressed concrete beams, 
each 28 ft. 6 in. long overall, and weigh- 
ing about 25 cwt. These were placed on 
steel bearing-plates in the jacking-beams, 
taking only ten minutes to position each 
by means of a two-ton mobile crane stand- 


— 
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ing on the road. The pre-cast concrete 
parapet panels were fitted later. 

Ordinary mild steel reinforcement was 
placed over the pre-stressed beams, the 
whole being covered by in situ concrete, 





Pre-stressed concrete beams being placed in position for new bridge 
at Gilroyd Lane 


























LEYLAND Goops VEHICLES Ease Bus 
SHORTAGE IN HyYDERABAD.—Nearly _ half 
the 85 Comet goods vehicles delivered by 
Leyland Motors Limited to the Nizam’s 
State Railway have now been utilised as 
buses to ease passenger transport in 
Hyderabad. The goods-type driving cabs 
of these vehicles have been left in posi- 
tion and second-hand bus bodies have 
been mounted behind them. These 
14-ft. 2-in. wheel-base machines are now 
carrying as many as 30 passengers.. Other 


goods vehicles operating as buses in 
Hyderabad are a fleet of diesel-engine 
Leyland Mk II Hippo six-wheel units. 
Longitudinal seats have been fitted in their 
general service-type goods bodies to 
accommodate 56 passengers. During mili- 
tary operations, when Hyderabad was cut 
off from the rest of India and had little 
fuel oil. these vehicles were successfully 
run on peanut oil manufactured from 
locally-grown ground nuts. The arrival 
of a convoy of these Comet chassis was 


poured in one continuous operation to 
avoid construction joints. The composite 
construction thus formed, after allowing 
for “partial pre-stressing,” or the forma- 
tion of tensile strength in the lower face of 
the pre-stressed beams, permitted the 
essential and very restricted construction 
depth mentioned above. When set, this 
decking was waterproofed and the asphalt 
rcad surface restored. 

An important consideration was that 
blocking the line was unnecessary during 
the erection of the new bridges. The only 
occasion necessitating possession occurred 
when the original bridges were demolished. 
Temporary bridges adjoining the sites 
were erected to carry road traffic during 
reconstruction. 





illustrated in our July 15 issue on 
page 83. 

RHODESIA-TANGANYIKA LINK RECON- 
NAISSANCE COMPLETED.—The team of 


British and American experts examining 
the possible connection between the Tan- 
ganyika and Rhodesia Railways, reported 
in our July 22 issue, has completed its 
12,000-mile survey of Southern Tan- 
ganyika, according to agency reports from 
Dar-es-Salaam. 
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British-Built 4-8-0 Locomotives for Argentina 


Vulcan Foundry Limited has completed 


thirty oil-burning locomotives, similar to a 
1938 design, for the General Roca Railway 





“*15B” type locomotive en route to Liverpool docks 


T HIRTY 4-8-0 locomotives, which have 
been designated “15B” class, have 
been completed by the Vulcan Foundry 


Limited for the Buenos Aires Great 
Southern Railway of (Argentina, now 
known as the General Roca Railway. 


These new locomotives are built for the 
5 ft. 6 in. gauge and are a modified version 
of the “ 15A” class 4-8-0s built by Vulcan 
Foundry in 1938. Though the leading 
characteristics of the earlier class have 
been retained, certain alterations have been 
made to reduce the maximum coupled 
axleload from 164 to 153 tons. 

The boiler has a Belpaire firebox, incor- 
porating a steel inner-box with rigid water- 
space stays of Longstrand hollow steel and 
flexible stays in the breaking zones. The 
roof stays are direct, with the exception of 
the three front rows and two back rows, 
which are of the flexible type. A _hori- 
zontal slide-valve regulator is located in 
the dome, and a 27-element M.L.S. super- 
heater is provided. 

A Gresham & Craven No. 10 live-steam 
injector is situated on the right-hand side, 
and a Davies & Metcalfe Class “ H/J” 


No. 9 exhaust-steam injector on the left- 
hand side delivers the feed-water through 
clackboxes on the side of the first barrel. 
A steam stand is provided with the neces- 
sary valves supplying steam to the whistle, 
sanding, oil fuel, blower and vacuum- 
brake ejector. Other fittings include three 
Ross pop safety valves, and the railway’s 
standard blow-down valve, as well as a 
continuous blow-down valve located on the 
front ring of the boiler barrel. A Detroit 
4-feed sight-feed lubricator provides oil for 
the cylinders and piston valves. 

The boiler, firebox and cylinders are 
clothed with Limpet blue asbestos mat- 
tresses. The flame pan has an oil-fuel 
burner at the front end, controlled by a 
combined oil-fuel apparatus situated in the 
cab, and the lower part of the firebox is 
lined with firebricks. Steam distribution 
is effected by 10 in. dia. piston valves, 
actuated by Walschaert’s valve gear and 
having screw reversing gear. The cylinder 
cocks are steam operated and United King- 
dom metallic packings are used for the 
piston rods. The connecting and coupling 
rods are fitted with fixed bushes of Stone’s 
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bronze, hard-grease lubricated. 


The en- 


gine frames are of plate construction, with 
adequate cross-staying; the coupled spring 
gear is of the underslung type, ana com- 
pensated throughout. 

Coupled axleboxes are of Stone’s bronze, 
with inserts of anti-friction metal, and the 
wheel hub faces have Ajax hard-grease 
lubrication. The engine bogie is of the 
swing link type, with inside journa's, and 
the axleboxes are of Stone’s bronze with 
anti-friction metal inserts. ' 

Westinghouse (vacuum) brake is used on 
the engines and tenders, and a Davies & 
Metcalfe ejector is fitted. Greshim & 
Craven steam sanding equipment celivers 
sand in front of the driving wheels 

The tender underframes, water and oil- 
fuel tanks follow closely existing tender 
designs on the railway, the tanks being of 
welded construction. Bogie frames are of 
the double plate type and fitted with 
Skefko roller-bearing axleboxes. Whit- 
taker staff-exchange apparatus is provided 
on both sides of the tender. Stone’s elec- 
tric lighting equipment includes headlamps 
at the front of the engine and rear of the 
tender, as well as the cab lamps. 

The principal dimensions of the locomo- 
tives are:— 

Cylinders (2), dia. x ree I9fin. x 28in, 
Bogie wheels, dia.. » 3 ft.2in. 
Coupled wheels, dia. oe DL OM. 
Wheelbase, coupled .. 18 fe. 6in. 
total engine 30 ft.4 in. 
a total pees and tend- 
der.. » 60 fe. 7Z in. 
Heating surface :- 
wy tubes (27), ‘54 in. outside 
1,044 sq. fr. 

Blinc tubes (134), 2 i in. oute 

side dia. ° 518 sq. ft. 
Firebox ... 190 sq. ft. 

Total evaporative 1,752 sq. ft. 
Superheater 348 sq. ft. 

Total ... . 2,100 sq. fe. 
Grate area - 32:6sq. ft. 
Boiler pressure... 225 Ib. per sq. in. 
Tractive effort at 85 per cent. 
boiler pressure 30,000 Ib. 


Adhesive weight ... 61 tons |5 cwt.3 qr. 
Adhesive factor 
Engine weightin working order 
Total water capacity of tender ... 
Oil fuel capacity of tender 
Tender weight in working order 
Total engineand tender — in 
working order . 


The locomotives were transported fully 
erected by road to Liverpool for shipment 
to the Argentine. Jnspection and super- 
vision of the building was carried out by 
the consulting engineers, Messrs. Livesey & 
Henderson. 


82 tons7 cwt. | qr. 
6,000 gal. 

11 tons 12 cwt. 

66 tons 2 cwt. | qr. 


. 148 tons 9 cwt.2 qr. 








ENGINEERING & MARINE EXHIBITION.— 
When the Engineering & Marine Exhibi- 
tion at Olympia closed on September 10, 
records kept by the British Engineers 
Association showed that visitors had been 
received at their stand from 35 countries, 
embracing every continent. Reports from 
exhibitors confirmed that this, besides 
being the largest exhibition in the series. 
was also the most successful, and it was 
generally agreed that enquiries had been 
plentiful and of the type desired. 


CROMPTON PARKINSON SHOWROOM.—A 
showroom for the exhibition of lighting 
equipment, and typical motors, instru- 
ments, meters, batteries, and rubber cables 
was opened on September 1 by Crompton 
Parkinson Limited, Crompton House, 
Aldwych, London, W.C.2. Intended as a 
convenient centre for the demonstration of 
the latest techniques of interior and dis- 
play lighting, the showroom layout has 
been designed for this purpose. New 
types in the range of Crompton fluorescent 
lighting fittings are displayed either as per- 


manent fixtures or by withdrawing each 
separately for inspection from a series of 
compartinents in which they are normally 
concealed. Different parts of the show- 
room can be lit by selected forms of light- 
ing equipment arranged to represent 
typical schemes. 


TRANSPORT IN TANGANYIKA AFFECTED BY 
WATER SHORTAGE.—The Tanganyika sec- 
tion of the East African Railways & Har- 
bours stated that the acute water shortage 
over a wide area of Tanganyika has 

“ greatly affected rail clearances and given 
rise to an accumulation of traffic at certain 
points.” The limited existing water 
supplies are either drying up or deteriorat- 
ing in quality and it is expected that con- 
siderable difficulty will be experienced in 
maintaining rail services west of Kilosa 
(west of Morogoro on the Central line). 
The Tanganyika section of the railways 
now finds it necessary to reduce train 
loads and the bulk movement of oil is 
adversely affected. Certain towns and 
villages along the Central line, mainly in 





the Tabora and Dodoma districts, are 
being supplied with water from the 
Malagarassi River, lying midway between 
Tabora and Kigoma. 


ScoTTIsH Motor TRACTION.—A motion 
by the Scottish Union & National Insur- 
ance Company and other insurance com- 
panies to restrain the Scottish Motor Trac- 
tion Company from proceeding with an 
extraordinary general meeting to consider 
and, if thought fit, pass special resolutions 
for the reduction of the capital was re- 
fused by Lord Carmont in the Court of 
Session, Edinburgh. 


STRIKE ON Missourt PAciFic.—Workers 
of the Missouri Pacific Railway went on 
strike on September 9. Services were 
already at a virtual standstill, with almost 
all trains halted earlier in the day to avoi 
last-minute confusion. Some 5,000 drivers, 
firemen, guards and other trainmen left 
their jobs in a dispute over interpretation 
of operating rules. An additional 22,500 
non-operating employees were laid off at 
the close of business on September 9. 
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Public Day at R.E. Transportation Centre 


(See article in our last week’s issue) 





Demonstration of track-laying 





Bridging demonstration by Port Wing Re-railing a locomotive 
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PERSONAL 


Mr. Norman J. MacMillan has been 
appointed Vice-President & General 
Counsei of Canadian National Railways 
and Canadian National West Indies 
Steamships. Since 1945 he has been 
General Counsel, with jurisdiction over 
the Law Department of the C.N.R. system. 

We regret to record the death on 
September 9. at the age of 86, 
of Sir Charles Herbert Arm- 
strong. Chairman. Great Indian 
Peninsula Railway Annuities. 
He was Chairman of the Great 





Indian Peninsula Railway 
Company from 1917-25, 
Mr. Raloh Budd, who has 


just retired from the position 
of President of the Chicago, 
Burlington & Quincy Railroad, 
has been elected Chairman of 
the Chicago Transit Authority 
(of which he was appointed a 
member last April) for a three- 
year term from September 1. 





The Cunard Steam Shiv Co. 
Ltd. announces that the direc- 
tors have elected to a seat on 
the board Mr. F. H. Dawson, 
who is a Deputy General 
Manager of Cunard White 
Star Limited; he has also been 
elected a Director of Cunard 
White Star Limited. 

We regret to record the 
death on Sevtember 3 of Mr. 
G. W. E. Hoover, T.D.. 
F.C.LS.. Secretary of The 
English Electric Co. Ltd. 








Mr. E. B. Slater, Engineer 
of Track & Drainage, Vic- 
torian Government Railways, 
has retired, on account of ill 
health. after 39 years’ service, 
and has been succeeded by 
Mr. R. S. Miller. formerly 
District Engineer, Geelong. 


We regret to record the 
death recently, at the age of 
86, of Mr. Charles H. Ellison, 
who was Telegraph Superin- 
tendent, North Eastern Area, 
L.N.E.R.. from 1923-28. He 
entered the service of the North Eastern 
Railway in 1877. He was appointed 
Telegraph Superintendent in 1902. and 
after the grouping in 1923 was Telegraph 
Superintendent of the North Eastern Area. 
L.N.E.R., until his retirement in 1928. 
Mr. Ellison was President of the Institu- 
tion of Railway Signal Engineers in 1921. 








The four Directors of the Scottish 
Motor Traction Co. Ltd. who were 
nominees of the British Transport Commis- 
sion, Messrs. T. F. Cameron, L .E. Marr, 
T. H. Moffat and J. G. Dunlop, have re- 
signed from the board, and the remaining 
Directors have appointed to the board Sir 
Andrew H. A. Murray (Lord Provost of 
Edinburgh), Sir Hector McNeill, Mr. 
J. U. Primrose (Lord Provost of Perth), 
and Mr. W. B. Torrance. Messrs. Walter 
Alexander, James Amos and _ Robert 
Beveridge, all of whom represented the 
passenger road transport side and are now 
associated with the B.T.C., have resigned 
from the board. 
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Mr. S. H. Fisher, C.V.O., M.Inst.T., 
Deputy Chief Regional Officer, London 
Midland Region, British Railways, who is 
retiring on September 30 next, was educated 
at Repton, and entered the service of the 
L.N.W.R. in 1904. After obtaining experi- 
ence in ie Goods and Traffic Departments, 
he was appointed Outdoor Assistant to the 
Superintendent of the Line in 1910. In 
1912 he was appointed Assistant to the 
District Superintendent at Euston for the 





Mr. S. H. Fisher 


Deputy Chief Regional Officer, London Midland 


Region, British Railways, 1948-49 


Southern District of the L.N.W.R., and in 
1919 was made Assistant District Superin- 
tendent at Liverpool for the Northern Dis- 
trict. In 1922 the Crewe District Goods 
Manager’s District was converted into a 
Traffic Superintendent’s District, and Mr. 
Fisher was appointed the District Traffic 
Superintendent there. In 1925 he was 
made Operating Assistant at Crewe to the 
Chief General Superintendent cf the 
L.M.S.R. which position was later desig- 
nated Divisional Superintendent of Opera- 
tion, Western Division. Mr. Fisher was 
appointed Divisional Superintendent of 
Operation, Derby, in 1929, a position he 
held until his appointment in January, 
1932, as Operating Assistant to the Chief 
General Superintendent. Nine months later 
he became Operating Superintendent, 
Euston, and whilst holding that position 
visited Canada and America to study rail- 
way methods there. In May, 1934, he was 
made Assistant Chief Operating Manager, 
being appointed Deputy Chief Operating 
Manager at the end of 1943, and Chief 
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Operating Manager in August, 1944; and 
last October he became Deputy Chief 
Regional Officer for the London Midiand 
Region. His contributions to the Institute 
of Transport include a paper in 1939 on 
* Acceleration of Railway Services,” for 
which he was awarded the Institute’s Gold 
Medal. Mr. Fisher was made a Comman- 
der of the Royal Victorian Order in the 
New Year Honours List, 1948. 





Mr. T. F. Coleman, Chief 
Draughtsman, Chief Mechani- 
cal Engineer’s Drawing Office. 
London Midland Region, 
British Railways, has retired 
after 44 years’ railway service. 





We regret to record the 
death on September 3, at the 
age of 63, of Mr. Walter 
Edwin Tapper, A.M.Inst.T., 
General Assistant to the 
General Manager. Port of 
Bristol Authority. Mr. Tapper 


gained the Institute of Trans- 
port Gold Medal in 1930 for 
his paper on “Causes of and 
Precautions against Congestion 
at Ports”; and he has made 
other contributions to the 
transport press. 





Mr. S. Lea, Assistant to Dis- 
trict Operating Superintendent, 
Birmingham (M), London Mid- 
land Region. British Railways. 
has been appointed Assistant 
District Overating Superinten- 
dent, Liverpool (Lime Street). 





ROAD HAULAGE EXECUTIVE 

The Road Haulage Execu- 
tive announces the following 
appointments :—Mr. W. G. 
Pollock (formerly Accountant, 
Ministry of Supply) to be Divi- 
sional Stores Officer, Scottish 
Division; Mr. G. H. Hughes 
(previously Group Manager in 
the same district) to be Dis- 


trict Manager. Shropshire & 
Staffordshire District. Midland 
Division. 





We regret to record the death 
on September 10, at the age of 
61, of Mr. James Miller, 
M.B.E., M.LE.E., Manager of 
the Glasgow District Office of 
the British Thomson-Houston Co. Ltd., a 
position he had held for nearly twenty- 
seven years. 





Among those recently transferred from 
Associate Membership to Membership of 
the Institution cf Mechanical Engineers 
are Messrs. C. M. Cock. Chief Electrical 
Engineer, Railway Executive; and Mr. 
F. H. Kidd, Western Divisional Engineer, 
Road Haulage Executive. 





We regret to record the death in hospital, 
after an operation, on September 12, of 
Mr. Cecil H. V. Winter, Assistant to the 
European Manager, Canadian National 
Railways. Mr. Winter was born at 
Croydon on November 10, 1900, and was 
educated at Whitgift Grammar School. He 
joined the Canadian National Railways in 
London in 1917, and was appointed Chief 
Clerk in 1922. He was made Assistant to 
the European Manager in 1932. Mr. 
Winter made an extensive tour of Canada 
last year. 
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Mr. John Hodgson, 
Eastern Region, 
chester, is retiring. 


n, District Surveyor, 
British Railways, Man- 





Mr. H. V. Barter has been appointed 
Director & Chief Executive Officer of the 
Industrial Association of Wales & Mon- 
mouthshire. 





Mr. E. W. Colbeck, Metallurgical & 
Research Director of Hadfields Limited, 
East Hecla Works, Sheffield, has accepted 
an invitation to become a nicmber of the 
Inter-Service Metallurgical Research 
Council. 

After more than 52 years service in 
London and provincial offices of Thos. 
Cook & Son Ltd., Mr. Herbert W. Field, 
Manager of the company’s Bournemouth 
branch since 1926, is to retire. He will be 
succeeded by Mr. A. W. Woodbridge. 


— 





Mr. R. H. Weitzel Mr. 


General Manager’s Staff & Labour 
Representative, General Mitre 
Railway, who has retired 


Mr. R. H. Weitzel, who, as recorded in 
our August 26 issue, has retired from the 
position of General Manager’s Staff & 
Labour Representative, General Mitre 
(former Central Argentine) Railway, 
joined the Central Argentine Railway in 
1913 as a learner in the Traffic Depart- 
ment, and became Secretary to the Divi- 
sional Traffic Superintendent, Rosario, in 
January, 1915. In March of that year he 
volunteered for active service; and he 
served in the 2nd King Edward’s Horse 
until 1917, when he returned to England 
to enter the Household Battalion O.T.C. 
In November, 1917, he was gazetted 2nd 
Lieutenant with the XX Deccan Horse, 
Indian Army, and was seconded for ser- 
vice with the Gwalior Regiment for the 
1918-19 North-West Frontier campaign. 
On demobilisation, with the rank of Cap- 
tain, he returned to Argentina, and served 
as Traffic Inspector at various points, 
until becoming Secretary to the Traffic 
Manager in 1928. Three years later he 
was made Chief Clerk to the Assistant 
Traffic Manager at Rosario, and in 1936 
was appointed Assistant Chief of Staff in 
the Traffic Department; he was promoted 
Chief of Staff in 1941. In 1945 he as- 
sumed the post which he now relinquishes, 
in which year he became also a member 
of the Railways Labour Advisory Com- 
mittee. 





Mr. A. H. Abbott, Commercial Assis- 
tant to the Traffic Manager, General 
Mitre (former Central Argentine) Rail- 
way, who, as recorded in our August 26 
issue. has retired. was born at Wolver- 





A. H. Abbott 


Commercial Assistant to Traffic 
Manager, General Mitre Railway, 
who has retired 
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ton in 1893, was educated at Woiverton 
Grammar School, and joined the London 
& North Western Railway in 1909. He 
took up an appointment in the Traffic 
Department of the Central Argentine 
Railway in 1914, but volunteered for 
active service on the outbreak of war. 
On his return he held, successively, the 
posts of Chief Clerk to the Assistant 
Traffic Manager, Rosario. and Chief of 
Section in Buenos Aires. He was trans- 
ferred to the Commercial Department in 
1937, and was appointed Commercial 
Assistant to the Traffic Manager in June, 
1947, 

Mr. Edwin Lees, who, as recorded in 
our July 22 issue. has been appointed Dis- 
trict Traffic Superintendent, Carlisle, 
London Midland Region, British Railways. 
joined the Lancashire & Yorkshire Rail- 
way in 1914. During the 1914-18 war he 


M. Region 


served in the King’s Own Royal Lanca- 
shire Regiment, after which he returned 
to railway service, and occupied various 
posts in the Commercial and Operating 
Departments. Between 1931 and 1941 he 
held appointments as Assistant District 
Controller at Rugby, Patricroft. Liverpool, 
Birmingham and Willesden. He then be- 
came District Controller, Lancaster, and 
in 1946 was made District Controller, 
Wigan. In the same year he was ap- 
pointed Assistant District Operating 
Superintendent, Liverpool (Lime Street), 
the position he vacates on his new 
appointment. 

Mr. L. Woodcock, who took over man- 
agership in India and Burma for Leyland 
Motors Limited in 1947, has returned to 
England to take up an appointment with 
the export division at the company’s head- 
quarters. Mr. B. W. H. Wilson has suc- 
ceeded him as Manager for India and 
Burma. 





Mr. W. Dunsmuir, M.I.Loco.E., who, as 
recorded in our July 29 issue, has been 
appointed District Motive Power Superin- 
tendent, Burntisland, Scottisn Region, 
British Railways, joined the Caledonian 

Railway in 1907 at Polmadie, receiving his 
technical training there and at St. Rollox 
Works and the Glasgow Technica! College. 
In 1929 he was appointed Head Office 
Inspector (Motive Power), Northern Divi- 
sion, L.M.S.R., Glasgow, and in 1933 went 
to Carlisle (Kingmoor) as Foreman Fitter, 
for a period while there he acted as Assis- 
tant to the District Locomotive Superin- 





Mr. E. Lees 


Appointed District Traffic 
Superintendent, Carlisle, 
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tendent at Durranhill. In 1938 Afr. 
Dunsmuir went to Aberdeen as Dis’ric: 
Locomotive Foreman, and in the next \ ear 
was appointed District Locomotive Su ver- 
intendent, Inverness, also in charge of the 
C.M.E., Carriage & Wagon and Road 
Motor Departments for the Inverness «ea, 
In 1943 he was made District Locome«: ive 
Superintendent, Perth, and two years |xter 
became Assistant to Operating Mas.zer 
~~ Power), Glasgow. Since January 
1948, Mr. Dunsmuir has been Assi: ant 
. Motive Power Superintendent, Sco''ish 
Region, the appointment he now n- 
quishes to take up his new duties. 





On the occasion recently of his golden 
wedding, Mr. Edgar Alcock, Chairman & 
Joint Managing Director of the Hunslet 
Engine Co. Ltd., was the recipient | 
silver salver and illuminated — signed 
address from all the company’s staff, an 


i 





Mr. W. Dunsmuir 


Appointed District Motive Power 
Superintendent. Burntisland. 
Scottish Region 


of gifts from the Engineering & Allied 
Employers’ Association and other bodies. 
Mr. Alcock began his career under 
Aspinall and Hoy on the Lancashire & 
Yorkshire Railway, and at the time of his 
marriage was an Outdoor Assistant to the 
Chief Mechanical Engineer. Subsequently 
he was with Beyer, Peacock & Co. Ltd. 
before joining the Hunslet Engine Com- 
pany 35 years ago. 





The late Mr. J. A. Kay 


The following appreciation of the late 
Mr. J. A. Kay, Editor of The Railway 
Gazette, 1910-49, has been received, fur- 
ther to those already published :— 


It is with deep regret that I read of the 
death of my very old and valued friend, 
Mr. Kay. A friend for well over twenty 
years, he was greatly respected by all in 
every branch of transport, and will be 
very much missed. He was a most able 
business man, as his success in the pub- 
lishing world bears witness, but he was 
more—he was progressive, independent, 
fair in his judgments, and had great drive 
and initiative, a great capacity for making 
and keeping friends and was always will- 
ing to give his personal attention to help 
in the many facets of transport. We shall 
miss his voice in the difficult period 
through which we are passing and which 
lies ahead. The sympathy of countless 
rpumbers at home and abroad will go out 
to his family to temper their sorrow. We 
deplore the passing of a great man and 
a staunch friend.—Sir Ropert J. M. 
INGLIS. 
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Exhibition on British Transport Commission Report 


Graphic presentation of the first year of operation, 


in an_ exhibition at 


i 


ea cant ese ett anne 


An exhibition entitled “ 
port” was opened at Charing Cross 
Underground Station, London, on Friday, 
September 9, by Mr. Alfred Barnes, 
Minister of Transport. The exhibition, 
which is a graphic presentation of the re- 
port on the British Transport Com- 
mission’s first year of working, will be 
open in London until October 9 and will 
then tour a number of the Provincial 
cities. Its object was explained by Sir 
Cyril Hurcomb, Chairman of the British 
Transport Commission, as being to assist 
the public and staff to realise the meaning 
of a unified system of transport. 

Mr. Barnes, who was introduced by 
Mr. John Cliff, Deputy Chairman, Lon- 
don Transport Executive, said that the ex- 
hibition came opportunely, for during that 
week the affairs of the British Transport 
Commission were much in the public 
mind. They welcomed the interest which 
the press and public showed in the Com- 


Charing Cross, 


British Trans- 


London 





mission’s activities; in these matters where 
public interests were involved it was no 
use getting touchy about the type of 
criticism that was levelled at any part of 
the administration. Mr. Barnes said he 
would like to remind the press and public 
that in the British Transport Commission 
they had the largest industrial organisa- 
tion that this country had ever known, 
and it was probably the largest single 
business administration in the world. 

When critcism was made of what the 
Commission had been able to do so far, 
it Was necessary to remember two im- 
portant matters. Firstly, there was no 
comparable organisation to which they 
could go to study previous experience 
and, secondly, the Commission had been 
created and had started work under ab- 
normal post-war conditions. 

The exhibition, which is open daily, 
consists of pictures, models and diagrams 
produced for the Commission by the 
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Design Research Unit. A series of five 
cabinets under the heading “ Working 
Together for the First Time,” represent 
the railway, road transport, London 
Transport, Docks & Inland Waterways 
and Hotels activities, and a final cabinet 
shows their co-ordination. 

A section entitled “ British Transport is 
Working for Better, Faster Services,” 
shows in diagrammatic form how trans- 
port services were improved throughout 
1948, despite many handicaps. It is shown, 
for instance, that with three thousand 
fewer passenger coaches than before the 
war, British Railways’ summer services in- 
cluded over 500 additional trains, each 
Saturday, as compared with the year 
before. 

Other panels in this section show that 
although it costs the British Transport 
Commission more than twice as much to 
run its services, as compared to pre-war, 
the standard fares and charges have gone 
up by only half. 

An object of the exhibition is to show 
that during the last 300 years, public 
transport services in Great Britain have 
been steadily grouped into larger and more 
efficient units. A series of animated maps 
indicates some of the stages of develop- 
ment in the history of the railways. The 
exhibition concludes by asking a number 
of questions on British Transport to 
which spectators provide the answer by 
pulling a lever. 

Among those present at the opening on 
September 9 were the following :— 


Messrs. W. P. Allen, V. M. Barrington- 
Ward, D. Blee, R. A. Riddles, J. C. L. Train, 
and General Sir Daril Watson, Members, 
Railway Executive; C. Barrington, W. Beckett, 
Members, Road Haulaye Executive; Sir 
Richard Burbidge, Lord Williams, Mr. A. H. 
Grainger, Sir Edward Hardy, Members, 
London Transport Executive; Major Egbert 
Cadbury, Chairman, Central Transport Con- 
sultative Committee; Messrs. J. Donovan, 
Member, Docks & Inland Waterways Execu- 
tive; F. G. Humphrey, Director of Informa- 
tion, Ministry of Transport; Lord Inman, 
Chairman, Hotels Executive; Messrs. S. 
Kennedy, Member, Road Passenger Execu- 
tive; D. Lamb, President, Instituie of 
Transport; Sir Alexander Maxwell, Chairman, 
British Tourist & Holidays Board; Sir Harry 
Methven, Member, Hotels Executive ; Messrs. 
S. J. Page, G. F. Stedman, Under- Secretaries, 
Ministry of Transport; W. Vane Morland, 
Member, Road Passenger Executive; Lt.- 
Colonel G. R. S. Wilson, Chief Inspecting 
Officer of Railways, Ministry of Transport : 
= _ Adams, Chairman, Thos. Cook & 
on Lid. 





Mr. Alfred Barnes, Minister of Transport, accompanied by Sir Cyril Hurcomb, Chairman, British Transport 
Commission, at the opening of the exhibition on September 9 








338 


Staff & Labour Matters 
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Board of Conciliation Reports on Wages Claim 


Iwo separate reports have been made 
by the Board of Conciliation set up by 
the Minister of Labour, after considering 
the various problems relating to salaries, 
wages, and conditions of service of 
salaried and conciliation grades and rail- 
way shopmen employed by the Railway 
Executive 

One report concerns salaried and con- 
ciliation staff, and the recommendations of 
the board in this connection are final and 
binding on the parties, since the terms of 
reference which were accepted by all con- 
cerned provide that in the event of failure 
to reach agreement on any point the board 
would make recommendations which the 
parties agreed beforehand to accept. 

The second report refers to railway 
shopmen, but in this case the findings of 
the board can be rejected by any or all of 
the parties if they are not prepared to 
abide by the recommendations contained 
in the report. Both reports were made 
public on September 

The reports, which cover 152 pages, give 
some idea of the large amount of evidence 
ind the detailed information contained in 
the supporting documents which occupied 
the board during the twelve days it was in 
session. Full opportunity was given to the 
representatives of the trade unions to 
present their case and to the representa- 
ives Of the Railway Executive to state 
their side of the matter. In addition t 
the wages issue, various subsidiary matters 
were submitted to the board by the trade 
unions, and a full list of the items con- 
sidered is given below: 


National Union of Railwaynien 

(1) The payment of flat-rate increase of 10s. 
a week for all staff. 

(2) Payment at a premium rate for all time 
worked between 12 noon and 12 midnight on 
Saturdays: normally time-and-a-quarter, such 
enhanced payment to be indenendent of any 
night duiy or overtime rate which may be 
applicable. 

(3) Abolition, of rural rates of pay. 

(4) Employees reduced in grade owing to 
ill-health. 

(5) Additional payment when called cn to 
work on rest days. 

(6) Bank and public holidays : 
and salaried grades. 

(7) Signalmen: method of assessment. 

(8) On-call allowances. 


conciliation 


Associated Society of Locomotive Engineers 
& Fireimen 

(1) Rates of Pay: We have made it abun- 
dantly clear throughout negotiations that any 
consideration given to ihe wages question 
must have full regard to the important prin- 
ciple of relativity. In this connection we 
would particularly refer to the conclusions 
reached by the Court of Inquiry, published in 
the form of a White Paper to Parliament cn 
June 24, 1947, which were accepted by all the 
parties concerned, and also to the terms of the 
agreement reached in February, 1948, with the 
Railways Staff Conference on rates of pay for 
conciliation staff. We therefore claim that 
the principle of relativity must not be dis- 
turbed. 

(2) Eyesight Failures: Drivers and firemen 
removed from the footplate because of fail 
ing eyesight to be paid the staff list rate 
applicable at the time of removal. 

(3) Medical Failures: Drivers and firemen 
removed from the footplate because of illness 
or accident to be paid the staff list rates of 
pay at the time of removal. 

(4) Abolition of Turn System: The date 
of passing to act as driver, motorman, 
fireman and assistant motorman shall be that 
on which a man is qualified to work in the 
trade concerned. Krom such a date his 
advances in rates of pay to be calculated on a 
calendar basis and the turn system abolished. 


(5) Bank and Public Holidays: Where a 
man is required to work on a bank and public 
holiday, he shall receive the enhanced rate, 
and, in addition, a day in lieu, with pay. 

(6) Payment for Work on a Rostered Rest 
Day: Payment to be made to men when 
working on a rest day at the rate of time-and- 
a-half between the hours of 6 a.m. and 10 
p.m. and time-and-three-quarters between the 
hours of 10 p.m. and 6 a.m. All time worked 
after midnight, Saturday, to be paid at the 
rate of double time. 

(7) Eleven-Day Fortnight: Credit and Pay- 
ment: Passed firemen and passed cleaners to 
receive credit and payment for turns which 
they would have performed had men net been 
required to work on their rest day. 

Saturday Turns of Duty: All time worked 
between 12 noon Saturday and midnigitt 
Saturday to be paid at the rate of time-and- 
three-quaniers. 

(8) Supervisory Staff: Aggregation Allow- 
ances: An allowance of £25 a year shall be 
paid to each member of the staff (irrespective 
of class) to cover liability for being on-call 
on alternate days or weeks excluding Sundays. 
An additional £10 a year shall be paid to 
siaff required to be on-call on alternate Sun- 
days Staff required to be continually on-call 
throughout the year shall be paid an allow- 
ance of £50 a year. In addition, payment 
shall be made for each call at the appropriate 
overume or Sunday rate, with a minimum 
payment of one hour on weekdays, and two 
hours on Sundays, except where extra time 
not exceeding one hour is incurred at the end 
of an ordinary turn of duty. Staff shall have 
compleie freedom of movement when not on 
duty or on-call. 


Railway Cierks’ Association 

(1) The inadequacy of the 
male and female stafl 

(2) The differentials of the salary scales. 

(3) The differentials between the rates of 
supervisory staff, such as _— stationmasters 
supervisors, etc., and the staff they supervise. 

(4) Comparative earnings of various grades. 

(5) Aggregation allowance of stationniasiers 
and supervisors. 

(6) The 44-hour week of stationmasters. 
agents, contro! stafts, and supervisors. 


salary scales for 


Apart from the claim for a flat-rate increase 
of 10s. a week peculiar io the National Union 
of Railwaymen a number of the other items 
listed for discussion are common to_ the 
claims of all the unions concerned. 


The Main Claims 

In regard to the main claims the board 
in its report states 

‘We are aware of the grave importance 
to all sections of the community of the 
issues with which we have had to deal. 
After the most careful consideration, and 
with the fullest sense cf our responsibility 
to the railwaymen, in whose praise much 
has very justly been said, to the various 
organisations which represent them and 
which have been present throughout pro- 
ceedings, and to the national interest, and 
having fully weighed all the factors set 
out in this report, we have reached the 
unanimous conclusion and so recommend 
that neither the claim for a flat rate, or 
any increase, nor the claim for enhanced 
payment for time worked after noon on 
Saturday is justified at the present time.” 

Details of the agreements negotiated by 
representatives of the Railway Executive 
and representatives of the three railway 
trade unions during the course of the pro- 
ceedings at the Conciliation Board are 
given below: — 

Abolition of Rural Rates of Pay: 

In reply to the claim for the abolition 
of all rural rates the Railway Executive 
stated that the number of staff affected by 

the changes sought would be approxi- 
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mately 9,000 and drew attention to the 
fact that a previous offer made on June 23. 
1949, to abolish rural rates, had been 
refused by the N.U.R. The Railway 
Executive was prepared to renew its offer, 
and this offer was accepted, the following 
agreement being duly signed on behal: of 
the Railway Executive and the N.U.R 

‘It is agreed that on and from Sep:2m- 
ver 5, 1949, rural rates of pay for concilia 
tion staff shall be abolished, and that staff 
hitherto in receipt of rural rates of pay 
shall be paid at industrial rates of pay on 
and from that date.” 

This means that the differential of 1s, 
which existed between the rates for rural 
and industrial areas in respect of certain 
grades of staff will disappear and only 
‘London ” and “industrial” rates wiil be 
applicable in future. 


Employees Reduced in Grade owiie to 
Eyesight Failure, Ill-health, or Acci- 
dent: 

It was agreed that the following 


arrangements shall apply to men reduced 
in gré ade on and from September 5, |949, 
owing to eyesight failure, iil-health, or 
accident. The new arrangements will! not 
apply to stafi reduced in grade before that 
date : - 

Conciliation staff reduced in grade owing 
to eyesight failure who at the time of 
reduction 

(a) have had 15 years or more service 
in the grade from which reduced (service 
in the grades of fireman and driver to 
count as service in one grade for this 

purpose), o 

(b) have had 25 years or more adult 
service, 

shall be paid the mean between the rate 
of the post they vacate and the rate of the 
post to which reduced, subject to the re- 
duction not exceeding J0s. a week. 

Drivers, Motormen, and firemen taken 
off the footplate owing to defective eye- 
sight who do not qualify for payment 
under the above arrangements to continue 
to be dealt with in accordance with Clause 
10 of R.E.C. Circular Letter No, 1858, 
dated June 19, 1915. 

An engine cleaner who has passed his 
thirty-fifth birthday and is reduced in 
grade on account of failure to pass the 
eyesight test before appointment as fire- 
man, and who does not qualify for pay- 
ment under the above arrangements, shall 
be paid the mean between the rate of the 
post he vacates aud the rate of the post te 
which he is transterred. 

Conciliation staff reduced in grade owing 
to ill-health or accident who, at the time 
of reduction, have had 25 years or more 
adult service shall be paid the mean 
between the rate of the post they vacate 
and the rate of the post to which reduced 
subject to the reduction not exceeding 10s. 
a week, 

Salaried staff reduced in grade owing te 
eyesight failure, ill-health, or accident te 
be dealt with not less favourably than con- 
ciliation staff. 


3. Payment for Work Performed on Kest 
Days: 

It is agreed that the following arrange- 
ments for payment for work performed on 
“rest days” by staff rostered on the basis 
of eleven week-day turns in a fortnight 


shall apply on and from September 5, 
1949 


Conciliation Staff: 
Conciliation staff rostered on the basis 
of eleven week-day turns in a fortnight 


when required to work a turn commencing 
on their “ rest day” shall be paid for time 
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worked on such a turn at the following 
rates of pay: — 
Time between 6a.m. and 


\0 p.m. on week-days time-and-a-half 


Time between 10 p.m. 
and 6 a.m. on week- 
dayS ane ... time-and-three-quarters 
Time after 12 midnight 
Saturdays ... double time 


subject to a minimum payment of ten 
hours at ordinary rate. 

When the rest day falls on a bank or 
public holiday, including Christmas Day 
or Good Friday (or January 1 or 2 in 
Scotland), staff required to work a- turn 
commencing on that day shall be paid at 
the rate of double time for time worked 
on Christmas Day or Good Friday (or 
January 1 or 2 in Scotland), or at the rate 
of time-and-three-quarters for time worked 
on the other bank or public holidays, sub- 
ject to a minimum payment made up of :- 

(1) Ten hours at ordinary rate, and 

(2) Three-quarters rate for time worked on 

Christmas Day or Good Friday (or January | o¢ 2 in 

Scotiand) ; or half rate for time worked on the other 

bank or public holidays 


Salaried Staff 
Salaried staff rostered on the basis of 
eleven week-day turns in a fortnight when 
required to work a turn commencing on 
their “rest day” (including bank and 
public holidays, ‘other than Christmas Day 
and Good Friday or January | or 2 in 
Scotland) shall be paid for the time worked 
on such a turn at the following rates of 

pay: 
Time between 6a.m. and 
10 p.m. on week-days 


Time between 10 p.m. 
and 6 a.m. in week- 


time-and-a-half 


days ... poe ... time-and-three-quarters 
Time after 12 midnight 
on Saturdays ... 
When the “rest day” falls on Christmas 
Day or Good Friday (or January | or 2 
in Scotland), staff required to work a turn 
commencing on that day shall be paid 
three-quarters time extra tor time worked; 
subject to a miaimum extra payment of 
halt a day’s pay at ordinary rate. 


double time 


4. Credit and Payment to Passed Firenier 
and Pass¢d Cleaners for Higher- 
Grade Turns when Drivers and Fire- 
men are Required to Work on their 
Rest Days 

It is agreed that the following arrange- 
ments for the granting of credit and pay- 
Ment to passed firemen and passed 
cleaners for higher-grade turns when 
appointed drivers and firemen are required 
on their rest days shall apply on and from 
September 5, 1949: 

Where an appointed driver is required to 
work a turn of duty on his rest day, credit 
and payment as for a driving turn shall be 
granted to the senior passed fireman at the 
depot who was on duty, or available for 
duty on that day, and was not working as 
a ariver, ~ 

Where an appointed fireman is required 
to work a turn of duty on his rest day, 
credit and payment as for a firing turn 
shall be granted to the senior passed 
cleaner at the depot who was on duty, or 
available for duty on that day, and was 
not working as a fireman, 


5. Bank and Public Holiday Arrange- 
ments for Salaried and Conciliation 
Staff 

It was agreed that the following are the 
arrangements which will apply on and 
from September 5, 1949, for enhanced pay- 
ment and/or leave for work performed, by 
salaried and conciliation staff on bank and 
public holidays : — 

Salaried Staff 

Payment: Salaried staff required to 
work between midnight and midnight on 
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Good Friday and Christmas Day (when a 
week-day), or January | and 2 To 
week-days) in Scotland, are to be paid, i 
addition to their ordinary rate of pay for 
the day, three-quarters time extra on time 
worked within the number of hours con- 
stituting the normal day, with a minimum 
extra payment of half a day’s pay at 
ordinary rate. Time worked by salaried 
staff between midnight and midnight on 
Good Friday and Christmas Day, or 
January | and 2 in Scotland, in excess of 
the number of hours constituting the 
normal day, is tu be paid for at the rate 
of time-and-three-quarters. 

The enhanced payments for Good 
Friday and Christmas Day, or January | 
and 2 in Scotland, are to be regarded as 
including any payments for night duty. 

When Christmas Day (or January | or 
2 in Scotland) falls on a Sunday, payment 
for work performed is to be made as for 
Sunday duty. 

Men booked for duty on Easter Mon- 
day, Whit Monday, August Bank Holiday, 
or Boxing Day, or on corresponding days 
in Scotland, are not entitled to additional 
payment for work performed on_ these 
days. 

Leave: Salaried staff required to work 
a turn of duty commencing on Whit Mon- 
day or August Bank Holiday (or in Scot- 
land two other days agreed between the 
management and the trade unions) are to 
be granted a day off with pay at ordinary 
rate in liew of each day so worked at a 
time, within the customary railway staff 
holiday season, mutually convenient to the 
management and to the staff. 

Staff required to work a turn of duty 
commencing on Christmas Day or Boxing 
Day are to be given in respect of each day 
so worked one day's leave with pay at 
ordinary rate; the day or days off to be 
granted before the end of the succeeding 
year on a day or days mutually convenient 
to the management and to the staff. 
Conciliation Staff 

Payment: Conciliation staff required to 
work between midnight and midnight on 
Good Friday and Christmas Day (when a 
week-day) or January 1 and 2 (when week 
days) in Scotland, are to be paid a guaran- 
teed day’s pay plus three-quarters time 
extra on time worked within the number 
of hours constituting the normal day. 

Time worked by conciliation — staff 
between midnight and midnight on Good 
Friday and Christmas Day, or January | 
and 2 in Scotland, in excess of the number 
of hours constituting the normal day is to 
be paid for at the rate of time-and-three- 
quarters. 

When Christmas Day (or January | or 2 
in Scotland) falls on a Sunday, payment 
for work performed is to be made as for 
Sunday duty. 

Conciliation staff required to work 
between midnight and midnight on Easter 
Monday, Whit Monday, August Bank 
Holiday, and Boxing Day, or correspond- 
ing days in Scotland, are to be paid a 
guaranteed day’s pay plus half-time extra 
on time worked within the number of 
hours constituting the normal day, 

Time worked by _ conciliation © staff 
between midnight and midnight on Easter 
Monday, Whit Monday, August Bank 
Holiday, and Boxing Day, or correspond- 
ing days in Scotland, in excess of the 
normal number of hours constituting the 
normal day is to be paid for at the rate 
of time-and-a-half. 

The enhanced payments for bank and 
public holidays are to be regarded as in- 
cluding any payments for night duty. 

Leave: Staff required to work a turn of 
duty commencing on Christmas Day or 
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Boxing Day are to be given in respect of 
each day so worked one day’s leave with 
pay at ordinary rate; the day or days off 
to be granted before the end of the suc- 
ceeding year on a day or days mutually 
convenient to the management and to the 
staff. 
6. Turn System for Locomotive Staff 

In relation to the claim that the date of 
appointment as a driver, fireman, motor- 
man, or assistant motorman should be the 
date a man qualified to work in the grade 
concerned, and that the present turn sys- 
tem for the purpose of determining scale 
advances in the higher grade should be 
abolished, it is agreed that the present turn 
system shall continue, but a fireman who 
has worked 287 driving turns, and has not 
been appointed as a driver, is to be paid 
the minimum driver's rate when firing. 

This arrangement shall apply on and 
from September 5, 1949. 


Subsidiary Claims on which the Parties 
Failed to Reach Agreement 
The recommendations of the Board in 
regard to the three subsidiary items on 
which the parties were unable to reach 
agreement are 


(a) 42-Hour Week for Stationmasters, 
Agents, and Supervisors 

On the claim for a 42-hour week for 
stationmasters, agents, control staff, and 
supervisors, we recommend that station- 
masters and agents shall be conditioned 
to a normal week of 42 hours without 
loss of pay, and that the same provision 
shall be applicable to supervisors falling 
within the description of “supervisory 
staff” as set out in the National Agree- 
ment when, and for so long as, they are 
calied on to supervise staff whose working 
hours are fixed at 42 a week. 

In making this recommendation the 
Board also states in its report: “ We think 
there is substance in the Railway Execu- 
tive argument as to control and assistant 
contro] staff in view of their close associa- 
tion with those working a normal week of 
44 hours. We do not, however, regard as 
insuperable the difficulties of defining 
those within the supervisory class to whom 
the 42-hour week might be applied.” 


(b) Signalmen: Method of Assessment 
The Board recommends that there shall 
be introduced for signalmen the following 
marks system: 
Present number Proposed number 


Class of box of marks per hour of marks per hour 


Special 600 and over 550 and over 
Special 375-599 350-549 

I 300-374 280-349 

2 . ; 225-299 210-279 

3 ae = 150-224 140-209 

a4 eee 75-149 7F-139 

5 1-74 1-69 


The poe for the introduction of the new 
system shall be settled in negotiation 
between the parties and as from the date 
agreed the “stand still” agreement shall 
be cancelled. 


(c) Increased “ On-Call” Aliowences for 
Stationmasters, Agents, Yard 
Masters, Chief and Deputy Chief 
Controllers, and Supervisory Staff 

On the claim for increased on-call allow- 
ances for stationmasters and supervisory 
staff required to be on-call on alternate 
week-days or weeks and/or alternate Sun- 
days, we recommend that stationmasters, 
goods agents, yard masters, assistant sta- 
tionmasters, assistant goods agents, assis- 
tant yard masters, passenger agents, parcels 
agents, chief controllers, and deputy chief 

controllers and supervisors in category B 

(other than workshop supervisors) required 

to be within call on alternate week-days or 
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weeks and/or alternate Sundays shall be 
paid on-call allowances on the following 
scales :— 


Week-day on-call Sunday on-call 


Class ailowance allowance 
per annum per annum 

. a es - se 

4f an so Ke © 710 0 

it 

2 dis - 2000 10 0 0 

| 

A 

B | ees as) 2 8-8 1210 0 

Cc 


Payments to staff with on-call fre- 
quencies different from those provided for 
in the foregoing scales shall be adjusted 
proportionately to the amounts set out in 
the scale. On-call allowance shall only be 
paid in respect of weekdays or days during 
which the men are on call, 

When staff are called out, payment shall 
be made for the time worked at the appro- 
priate overtime, night rate or Sunday rate, 
with a minimum payment as for one hour 
on weekdays or two hours on Sundays at 
the appropriate enhanced rate. Staff 
required to work overtime, night duty, or 
Sunday duty, apart from occasions on 
which they are called out, shall be paid 
in accordance with the general overtime, 
night duty, or Sunday duty provisions of 
the National Agreement relating to 
salaried staff. Time occupied by super 
visors in travelling on. Sundays shall te 
treated as duty performed on Sundays. 

The present arrangements in regard to 
the payment of on-call and aggregation 
allowances shall be cancelled. Staff in the 
grades above quoted may work irregular 
hours, and their duties cannot, therefore, 
be rostered, but they shall not in the 
ordinary way work more than 44 hours a 
week, the hours from day to day being 
arranged according to the exigencies of 
the work. This shall apply from January 
1, 1950. 


. 
Railway Shopmen 

In its separate report regarding railway 
shopmen the Board states:— 

“We are satisfied that since the year 
1927 the machinery of the Railway Shop- 
men’s National Council has afforded a 
satisfactory medium for the consideration 
and determination of all cases affecting the 
interests of shopmen. 

“We take the view, and so recommend, 
that the proper course in the present 
instance weuld be to refer the claim for a 
flat-rate increase and that for enhanced 
payment for Saturday work, back to the 
Railway Shopmen’s National Council to 
be dealt with under its constitutional pro- 
cedure and without any undue delay.” 

The report also states: ‘“ The National 
Union of Railwaymen raised for our con- 
sideration a number of subsidiary claims, 
but the union asked leave to withdraw 
them, from our consideration and sug- 
gested that they be referred to the Railway 
Shopmen’s National Council to be dealt 
with under the normal constitutional 
machinery. With the concurrence of the 
Confederation of Shipbuilding & Engineer- 
ing Unions and the Railway Executive this 
suggestion was assented to.” 

The two reports are issued under the 
signatures of Sir John Forster (Chairman). 
Sir Harold Barton, Mr. John Brown, Mr. 
A. J. Espley, and Mr. Charles Murdoch. 

The N.U.R. is calling a special delegate 
conference in London to discuss the 
reports, prior to which the reports will be 
considered by the union’s numerous 
branches. Goods porters at Warrington 
Bank Quay commenced go-slow tactics on 
Friday, September 9, in protest against the 
rejection of their claim. The London Dis- 
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trict Council of the N.U.R., representing 
50.000 railway workers, will be meeting 
shortly to consider the position. A reso- 
lution at the council’s last meeting that 
they should stage token strikes was not 
carried, and the meeting decided to post- 
pone action until the findings of the Con- 
ciliation Board were made known. 

The N.U.R. has arranged meetings with 
the Executives of London Transport, 
Hotels, and Docks & Inland Waterways, to 
discuss its claim for a i0s, a week increase 
for staff attached to those Executives. 

The “go slow” policy adopted by the 
goods porters at Warrington Bank Quay 
has spread to other workers at the depot, 
and Glasgow Maryhill No. 6 Branch of 
the N.U.R. have also decided to take 
similar action. 

Members of the Earls Court Branch of 
the N.U.R. on Monday night decided by 
56 votes to 16 to call for an immediate 
work-to-rule policy on London’s under- 
ground system. They also decided to press 
the union’s general meeting, which is due 
to take place shortly, to agree to a 
national “ go slow” movement for one 
week in protest. 

The following statement was made by 
the Railway Executive on September 12: 

“In accordance with its undertaking 
given when the terms of reference were 
drawn up the Railway Executive is accept- 
ing the recommendations of the Board of 
Conciliation recently appointed by the 
Minister of Labour. 


September 16, 1949 


Steps are being taken by the Railway 
Executive to implement the following re- 
commendation of the Board reg rding 
subsidiary claims on which the parties 
failed to reach agreement : — 

42-hour week for stationmasters and agents 
and for supervisory staft who are called on to 
supervise staff whose working hours are tixed 
at 42 a week. 

Increased on-call allowances for stafl ye. 
quired to be within call on alternate week. 
days or weeks and/or alternate Sundays (to 
operate as from January 1, 1950). 

A revision of the scale of marks which 
determines the classification of signal boxes, 


As regards the following, six items 
which were submitted by the trade unions 
to the Board, and on which settlement was 
reached by the parties, in agreement with 
all concerned, these are being applied re- 
trospectively as from September §, 
1949; 

Abolition of rural rates. 

Men reduced in grade owing to eyesight 
failure, ill-health, or accident. 

Payment for work performed on rest days. 

Credit and payment to passed firemen and 
passed cleaners for higher-grade duty turns 
when drivers and firemen are required 'o work 
on their rest days. 

Bank and public holiday arrangements for 
salaried and conciliation staff. 

Turn ” system for locomotive staff. 


The estimated cost of all these improve- 
ments in pay and conditions is £850,000 
a year.” 








Rolling Stock Programme, C.I.E. 


Building of a prototype passenger 
coach has begun at the Coras lompair 
Eireann workshops at Inchicore, and next 
year the company is expected to build a 
batch of 25 of these coaches, with 50 
more the year after. This information 
was given by Mr, Leslie A. Luke, Public 
Relations Officer, C.I.E., at a luncheon of 
the Dublin Rotary Club on September 5. 

The new coaches will incorporate all 
the best features of modern coach design. 
Shortage of heavy steel, said Mr. Luke. 
hampered constructional work, but 
already this year the company had built 
130 new goods vehicles, and was half-way 
through the work of building 200 new 
cattle wagons of increased capacity. 

Work has now begun, also, on a second 
batch of 50 wagons and 20 brake vans. 
About 50 old railway coaches of the 30-ft. 
type are being converted into various 
types of goods vehicles. 

The 1950 programme of C.I.E, provides 
for building 300 more cattle wagons, 260 
covered goods wagons, and 30 more goods 
brake vans. Two new diesel-electric loco- 
motives will emerge from the Inchicore 
workshops before the end of the year. 
They will be of 915 b.h.p., with double 
bogies, and are expected to result in 
greater speed and economy in the haulage 
of goods trains, as well as passenger trains 
on secondary or suburban lines. 

In the case of passenger movement by 
rail, for the 33 weeks of 1949 the com- 
pany carried 4,843,474 people by train, 
showing an increase of 36,000 on the 
previous year. The main feature was the 
increased number of special trains run, 
and the freer supply of coal had given 
railway operators much more flexibility 
in providing services for religious, social, 
and sporting events. 

Exceptionally fine weather in June and 
July and the increased number of cross- 
Channel and other visitors proved helpful. 
To date, there were, this year, 846 special 
excursion trains, compared with 777 run 


for the whole of last year, and there were 
many more already arranged. 

After nine years the all-in tour by rail 
and road had been revived, and the trains 
had been booked to capacity with people 
who liked paying an inclusive fare. 

On May 29, the first Sunday summer 
trains were introduced to the Dublin- 
Bray-Greystones lines, and the company 
carried 3,400 passengers, but lost £191 on 
the day after paying Sunday rates to the 
staffs, and for coaling, and so on. That 
was because the day was cold and 
showery, but when the service was re- 
peated the next Sunday, when the weather 
was dry and fine, it carried 7,400 people, 
and there was a small profit. 

Then a heatwave came, and on June 
19 the company carried 24,000 people. 
The greatest loss sustained during the 
summer on that line was on the first Sun- 
day of August, Bank Holiday weekend, 
when the company lost £260 on the day, 
because there was heavy rain and only 
2,400 persons travelled. 

The number of private motorcars 
registered in Ireland had risen from 52.401 
in 1939 to over 60,000 this year, and these 
were representing very stiff competiticn. 

The most obvious need was for new 
passenger coaches. C.I.E. trains were 
usually made up of variegated stock, of 
which much was in poor condition and 
long obsolete, having given service on 
Irish railways for anything from 40 to 60 
years, No new railway coaches had been 
built since 1935. 

Referring to the difficulty of obtaining 
an adequate quantity of steel, Mr. Luke 
said the company was importing 5,000 to 
6,000 tons of steel of the lighter kinds 
annually from Great Britain, as against a 
permitted maximum of 1.000 tons a year 
for all steel required during the war. It 
was heavy steel that was needed. Last 
year, the company scheduled requirements 
to a total of 5,000 tons, but only 200 tons 
were obtained for the whole of 1948. 
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Ministry of Transport Accident Report 


Southampton, Southern Region, 


British Railways : 


Mr. J. L. M. Moore, Railway Employ- 
ment Inspector, Ministry of Transport, 
accompanied by Colonet R. J. Walker, 
Inspecting Officer of Railways in the 
Ministry, inquired into the collapse of the 
firebox of the E.4 class, 0-6-2 tank engine 
No. 2557, Southern Region, which occurred 
at about 8.15 p.m. on April 6, 1949, as the 
engine was performing shunting duties in 
Bevois Park Sidings, Southampton. The 
failure, which was on the right hand side, 
was due to wastage of stays and there was 
no question of shortage of water or exces- 
sive steam pressure. Fusible plugs were 
intact and safety valves and pressure gauge 
found correct on test. The two men were 
blown from the footplate and severely 
scalded but their injuries proved to be 
superficial. 

Apparently a group of badly-wasted 
copper stays in the centre gave way first, 
throwing more strain on weakened stays 

nearby, and 137 out of 207 on that side 
broke. The copper plate not torn was 
pulled over the heads of 52 others, mainly 
in the four lower rows. Two stays in 
each of the top corners appeared to have 
broken previously and only 14 in the bot- 
tom front corner were intact. The joints 
down the sides and the rivets in the foun- 
dation ring remained firm. The plate was 
held along the top by the nutted steel roof 
stays, which were in good condition. The 
bulge in the firebox was 15 in. at its deepest 
point, 

It was difficult to determine with cer- 
tainty the sectional areas of the stays at 
point of fracture, as shape was irregular 
and the effect of elongation had to be con- 
sidered. At least 15 stays in the centre of 
the failure appeared to have been reduced 
to 1/6th or even less before fracture. 
Crown and remainder of the firebox plates 
were in good condition, though slightly 
pitted in places. Nuts of the steel roof 
stays were good and the heads of the cop- 
per stays of fair size. 

On removal of the firebox, the left side 
stays were seen to be badly wasted, though 
not to the same extent. They were not 
subject to elongation, however: two in the 
centre were reduced to 1/6th and nine 
others to less than 1/4th their original sec- 
tion. Backplate stays beside the fire-hole 
were slightly wasted, but otherwise good; 
those in the throat-plate for the most part 
practically up to full size. 

The engine left Ashford works on 
March 27, 1943, after general repairs and 
fitted with boiler No. 1071, taken from 
another engine and repaired with two new 
lower half-sides and a half throat-plate in 
the firebox. It had since run 92,455 miles 
and was stationed at Horsham until trans- 
ferred to Eastleigh on March 17, 1949. 
Only minor running repairs had been 
carried out on the boiler, last examined 
by the district boiler inspector on 
March 18. He reported top rows of copper 
Stays to be wasting in the water spaces and 
indicated a broken stay also, likewise draw- 
ing attention to the pitting on the water 
side of the copper plates. He estimated 
that “shopping ” would not be required 
for six months. 

The chief boiler inspector considered 
the report and added that the stay was to 
be renewed and the wasted stays kept under 
Observation, for action if they rapidly 
deteriorated. At Horsham, on March 15. 
a boilersmith, since retired, examined the 
boiler but made no comment. 


April 6, 1949 


When the report was received at East- 
leigh the day before the arrival of the 
engine, a copy of the chief inspector’s 
remarks was handed to the leading boiler- 
smith. Unfortunately, however, the engine, 
transferred there to supply an urgent need, 
was kept shunting in Bevois Park Sidings 
almost continuously, Sundays excepted, 
until the accident. Consequently, the boiler 
was not washed out, and the 15-day boiler 
examination, which usually takes place on 
such occasions, had become seven days 
overdue; the broken stay had not been 
renewed but as it was in the top back cor- 
ner, this had no bearing on the collapse 
of the firebox. 

When the boiler was repaired at Ash- 
ford in 1943, 476 copper stays were 
renewed, and as this is only slightly in ex- 
cess of the number required in connection 
with the two new half-sides and throat 
plate, only a few stays in the upper parts 
of the firebox can have been changed. 
There is no question, however, that more 
of these should have been renewed on that 
occasion, as it was remarkable to find that 
on both sides of the firebox many of the 
stays which had been renewed in the lower 
half were as badly wasted as those above, 
indicating that the corrosion had taken 
place almost entirely during the period 
since the engine left the works. This co- 
incides with the time that the boiler had 
been at Horsham, as before the general 
repairs it had been in an engine attached 
to Three Bridges. 

The water generally in use at Horsham 
is taken from a borehole which is the 
property of the Railway Executive, but at 
times it is supplemented by the town 


supply; the analysis of each, in grains per 
gall., is as follows:— 
Railway Town 
supply supply 
Calcium carbonate ... aa 0-25 1-00 
Magnesium carbonate ade 0-25 0-20 
Sodium carbonate aaa 16-50 13-10 
Sodium sulphate — a 2-10 1-65 
Sodium nitrate — ie 0:25 Trace 
Sodium chloride se ata 2-65 2-55 
Oxide ofironand alumin ... 0-40 0-20 
Silica ... 0-30 0-60 
Total solids (dried | ‘at 130 
deg.C.)... . 23-80 21-4 


The supplies are eniien, and the water 
is described by the Chief Chemist of the 
C.M.E. Department of the Southern 
Region as practically non-scaling, but due 
to the high sodium carbonate content it 
is corrosive to the copper parts of the 
boiler, and in view of its high content of 
soda salts it tends to cause priming. 


CAUSE OF THE CORROSION 

Unquestionably, the corrosion of the 
stays was due to the action of the Hor- 
sham water. They were affected by it in 
varying degrees. Some were wasted more 
or less uniformly, others were practically 
intact on one side but corroded almost to 
the centre line on the other. This made 
them very deceptive to the eye and 
chemical analyses and tests did not reveal 
any reason for this striking variation, 
which, however, appears to be a character- 
istic of firebox corrosion in general. The 
material of a number of stays taken at 
random for analysis was normal, and up 
to British Standard in every case. 

This is the only water supply of its kind 
in the Southern Region and its detrimental 
effect on copper has been appreciated for 
a long time. Before 1931 there was a 
water treatment plant at Horsham, where- 
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by the water was hardened by adding 
calcium chloride and lime. This process 
neutralised the soda alkalinity, but pro- 
duced a treated water which contained a 
very high content of sodium chloride. It 
was still corgosive to copper and definitely 
detrimental to the steel portions of the 
boiler; priming was also a continued source 
of trouble. The water hardening process 
was, therefore, not entirely satisfactory, 
and when the plant became in need of ex- 
tensive repairs towards the end of 1930, it 
was decided that it should not be per- 
petuated, especially as the Horsham area 
was in the electrificaion scheme. 

The necessity for sinking another bore- 
hole has now arisen, and advice as to its 
site, to obtain water of different properties 
to the one at present available, is being 
sought. Should this prove impossible the 
question of treating the existing supply 
will be considered. Anti-priming powders 
have been in use from time to time at 
Horsham, but these are entirely inert 
chemically and can be disregarded so far 
as this accident is concerned. Since 1938 
the waybills of all engines sent to the 
works from this depot have been en- 
dorsed “Horsham engine; al] internal 
pipes to be especially examined.” It was 
not considered necessary, however, for any 
special instructions to be issued regarding 
copper stays and fireboxes, but the detri- 
mental effect of the water on these parts 
has evidently been closely watched by all 
concerned. 

A special examination under the per- 
sonal supervision of the chief boiler 
inspector has now been carried out on all 
boilers of engines taking Horsham water. 
As a result, one was withdrawn from 
traffic out of a total of thirty-five, and with 
all others it was found that the boilers 
were fit for further service. Sixteen other 
boilers, which at some time during the last 
ten years had been in engines working in 
the Horsham district, are also being 
examined. 

Broken boiler stays can be found by 
hammer tests, but the detection of those 
which are wasted depends solely on visual 
examination, so far as this is possible, and 
from those stays which could be seen the 
condition of the remainder has been esti- 
mated in the past, as it does not appear 
to have been the practice to remove stays 
for examination at out-stations. On this 
class of boiler the lower rows of stays can 
be seen through mudhole doors near the 
foundation ring, but the view of the side 
stays higher up, with which this report is 
mainly concerned, is restricted to two 
1? in. plugholes on each side of the foot- 
plate; they are situated midway between 
the second and third, and between the 
ninth and tenth horizontal rows of stays 
from the top. Acetylene lights carried on 
long rods in conjunction with mirrors, 
which can be inserted through the plug- 
holes, are available for examination pur- 
poses at each running shed. 

Mr. Moore examined a similar type of 
boiler at Horsham and found that a con- 
siderable number of side stays towards the 
back of the boiler could be seen through 
the four plugholes on the footplate by 
careful manipulation of the light, though 
it was not possible to see the complete 
profile of more than a few. Those in the 
centre, however, and at the front could not 
be examined with any degree of certainty. 
The complete freedom from scale in this 
and another boiler was remarkable, and 
Mr. Moore was assured that it applied 
equally to all Horsham engines. This con- 
firmed the chemist’s opinion of the water 
and also showed the predominant effect 
of the home depot supply. 
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Making full allowance for the fact that 
engine No. 2557 had been in service for a 
month since inspection of the boiler, some 
of the side stays most readily seen must 
then have been down to about half their 
original diameter, which should have been 
more than sufficient to arouse suspicions 
as to the state of the remainder. Further- 
more, there is no question that the boiler 
inspector was aware that the stays had 
been showing signs of wastage for some 


time, as he nad remarked accordingly in 
each of his three previous reports dated 


March 10, 1948. 


INSPECTOR'’S CONCLUSION 

It is difficult to understand, therefore, 
how the boiler inspector felt justified in 
estimating that this boiler was fit for a fur- 
the six months’ service, especially in view 
ot the fact that it was working at a depot 
where copper corrosjon was known to be 
rapid. In Mr. Moore’s opinion, which is 
shared by the chief boiler inspector, the 
engine should have been withdrawn from 
tratlic immediately on examination on 
March 8, and omission to take this action 
was a serious error of judgment. The 
inspector had ample time and all the usual 
facilities when he made this examination; 
his failure to appreciate the gravity of the 
situation on that occasion is inexcusable, if 
he possessed sufficient — knowledge 
for his responsibilities. He had been a 
boiler inspector for 10 years, after 35 years’ 
experience as a running-shed boilersmith, 
and had hitherto borne a good reputation. 

He did not appear, however, to have 
realised that the side stays in the centre 
were likely to have been more wasted than 
those he could see at the back. This may 
have been due to the fact that running- 
shed experience does not offer opportuni- 
ties for studying the internal conditions of 
a boiler, and he stated that he had never 
seen a firebox out of its boiler before this 
accident. It would be advantageous, there 
fore, if, in future, the training of boiler 
inspectors were to include a period jn the 
works, and Mr. Moore recommends that 
this should be considered. They also should 
be encouraged, if not required, to pay sub- 
sequent visits to the works, to see for 
themselves the interior of any boiler of 
special instructional interest. 

No responsibility attaches to the chief 
boiler inspector, as he had not seen the 
boiler himself, and was acting on a report 
from one of his inspectors whose relia- 
bility he had no cause to doubt; the report 
was worded in the usual manner and did 
not suggest any urgency. He acted wisely 
in having the attention of the shed staff 
drawn to the stays, and it is to be regretted 
that the 15-day boiler examination was 
not carried out when due. Had the lead- 
ing boilersmith at Eastleigh seen the stays 
it is to be hoped that, with the warning 
before him, he would have taken appro- 
priate action, and the accident might have 
been avoided. 

The freedom from any previous acci- 
dent of this description indicates the care 
exercised in maintaining the boilers at Hor- 
sham, where special difficulties have always 
been encountered, because of the excep- 
tional water. Nevertheless, the accident 
revealed possibilities which caused the 
Southern Region officers to take immediate 
action. Apart from the special examina- 
tions already mentioned, it has been 
decided that when any engine has been 
taking Horsham water regularly for three 
years, the copper stays shall be sampled, 
i.e., certain stays which cannot be examined 
visually will be removed for inspection. 
Also, a trial of the use of nickel-plated 
copper stays which has been in progress 


July 7 and November 3, 
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for some years may result in a solution 
for some of the difficulties at this depot. 
Apart from the suggestion that the boiler 
inspectors in future should possess works 
experience, etc., in these days of scientific 
instruments, the possibility of introducing 
some device whereby the more remote 
stays in the boiler can be examined with- 
out removal should be explored, as 
sampling is not without its disadvantages. 


Notes and News 


Locomotives and Boilers for Pakistan.— 
The Government of Pakistan invites ten- 
ders for the supply of metre-gauge steam 
locomotives and_ boilers. See Official 
Notices on page 343. 


French Air Services.—The 
Paris and Belfast-Paris air 
ated by Air 
from October 1 


Glasgow- 
services oper- 
France are to close down 
until May. Night ser 
vices from London Airport will connect 
with the day train services from Scot- 
land and Northern Ireland. 


Buenos Aires Transport Corporation 
Liquidation.—According to a Reuter re 


port. the Argentine Chamber of Deputies 
has passed a Government Bill extending 
by one year the original 180-day limit for 
the liquidation of the bankrupt. Buenos 
Aires City Transport Corporation in 
which British investors have a substan- 
tial holding 


Sunderland Central Station.—A plan to 
rebuild Sunderland Central Station. which 
was bombed in 1943, has been sent to 
Sunderland Corporation by the Railway 
Executive. and the plans are under con- 
sideration by the Town Council. It is 
proposed to incorporate a hotel and news- 


reel theatre in the new building; facing 
the main entrance there will be a semi- 
circular park surrounded by a new shop- 
ping area. 

Institute of Transport Anniversary 
Luncheon.—Marshal of the Royal Air 
Force. Lord Tedder, the Chief of the Air 
Staff, has accepted the Council of the 
Institute of Transport’s invitation to pro- 
pose the toast of “Transport” at the 


luncheon of the Institute of 
Transport. which is to be held at the 
Connaught Rooms, Great Queen Street, 
London, W.C.2, on November 1. Mr. 
Alfred Barnes. Minister of Transport, has 
accepted the invitation to respond. 


Institute of Transport Presidential Ad- 
dress.—Brigadier-General Sir H. Osborne 
Mance will deliver his Presidential Ad- 
dress to the Institute of Transport on 
Monday, October 17, at the Jarvis Hall 
(R.1.B.A.), 66, Portland Place. London, 
W.1. The meeting will commence at 5.30 
for 6.0 p.m. and Mr. L, J. Callaghan, Par- 
liamentary Secretary to the Ministry of 
Transport. has accepted the President- 
elect’s invitation to be present on this 
occasion and to join him ‘at an informal 
Council House Dinner at 80, Portland 
Place, afterwards. 


Swedish Lloyd Sailing List.—The British 
& Northern Shipping Agency Limited, 
general agent for the Swedish Lloyd Line, 
has issued an attractive booklet giving 
details of Swedish Lloyd sailings between 
Tilbury and Gothenburg, for the winter 
season. As from October 1, bi-weekly 
sailings are being resumed, leaving 
London on Wednesdays (Thursdays dur- 
ing October) and Saturdays. and from 
Gothenburg on Thursdays and Saturdays. 
The boat train will leave St. Pancras 
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Station at the same time as during the 
summer, namely 3.55 p.m., and the vesse] 
will leave Tilbury at 6.30 p.m. Other 
details given in the booklet concern cyr- 
rency, customs, luggage, through fares 
and other information of value io the 
prospective passenger, 

Railway Convalescent Homes,—The 
income and expenditure account of the 


Railway Convalescent Homes for the year 


ended December 31, 1948, shows an in- 
come of £108,948 and expenditure of 
£89,162. leaving a balance of income 
over expenditure of £19,786. The income 
was made up of £101,307 from railway 
staff collections; £1,691 from donations 
from the public, etc.; £4,471 from invest. 
ments (including income tax recoverable): 
and £1.479 from sundries. Expenditure on 
maintenance was £79,263, and on admini- 
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Window in Longmoor Garrison 
Church in memory of R.E. Trans- 
portation and Movements personnel 
who fell in the 1939-45 war (see 


last week’s issue) 
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None of the vacancies on this page relates to a 
man between the ages of 18 and 50, inclusive, or a 
woman between the ages of 18 and 40, inclusive, 
uniess he, or she, is excepted from the provisions of 
the Control! of Engagement Order, 1947, or the 
yacancy is for employment excepted from the 
provisions of that Order. 


THe WORK OF THE RAILWAY CLEARING 
HOUSE, 1842-1942. An account of the de- 
velopment and extent of the activities of this famous 
British railway institution. Paper. 94 in. by 6 in. 
24 pp. Illustrations. 2s. 6d. By post 2s. 8d. The 
Railway Gazette, 33, Tothill Street, London, S.W.1. 


S ‘TIONED PERSPECTIVE VIEW OF LOCO- 
MOTIVE FRON . END. A notable drawing of 
L.M.S.R. class “* 7P ** 4-6-2 locomotive of the latest 
type Reprinted from The Railway Gazette. June 
15, 1945. Price 2s. 6d. Post free 2s. 8d. The 
Railway Gazette, 33, Tothill Street, London, S.W.). 


RAILWAY SIGNALLING AND COMMUNICA- 
TIONS INSTALLATION AND MAINTEN- 
ANCE. A practical guide, especially intended to 
help Signal Inspectors, Installers, Fitters, Linesmen, 
Draughtsmen, and all concerned with installing and 
maintaining Signal, Telegraph, and Telephone Equip- 
ment. 416 pp. Many illustrations. Cloth. 8s. 

post 8s. 6d. The Railway Gazette, 33, Tothill Street, 
London, S.W. 
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OFFICIAL NOTICES 


His Majesty’s Colonial Service 
GOLD COAST 


A VACANCY exists for a Carriage and Wagon 


Superintendent on the Gold Coast Railways. 
The post is permanent and pensionable. The salary 
scale is £720 (for three years) to £1,300, including 
expatriation pay. The point of entry will depend 
on war service, qualifications and experience Can- 
didates must be between 35 and 40 years of age and 
be Corporate Members of the Institution of Mechani- 
cal Engineers or hold equivalent qualifications 
exempting from Parts A and B of the examination 
tor Associate Membership They must also be 
fully experienced in design, maintenance, building 
and running of carriage and wagon rolling stock 
and should be capable of organising the efficient 
running of the Carriage and Wagon Department of 


the Gold Coast Railways Partly furnished 
quarters are provided at a rent of £75 or £90 per 
annum, according to salary. Free passages are 


provided for the officer and wife, if married, on 
first appointment and on leave Income tax is ai 
local rates which are very much lower than those 
in the United Kingdom The tour of service is 
from 12 to 24 months Leave on full salary is 
granted after normal tours of 18 months at the 
rate of seven days for each completed month of 
resident service. Candidates should write forth- 
with for @ form of application and further particu- 
lars to THe DirREcTOR OF RECRUITMENT (COLONIAL 
Service), Sanctuary Buildings, Great Smith Street, 


279222) 


S.W.1, quoting reference number 27333/23 
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[NTERNATIONAL RAILWAY ASSOCIATIONS. 

Notes on the work of the various associations 
concerned with International traffic, principally on 
the European Continent. 2s. By post 2s. 2d. The 
Railway Gazette, 33, Tothill Street, ere S.W.1. 


TR: ANSPORT ADMINISTRATION IN TROPI- 

CAL DEPENDENCIES. By George V. q 
Bulkeley, C.B.E., M.I.Mech.E. With chapters on 
Finance, Accounting and Statistical Method. In 
collaboration with Ernest J. Smith, F.C.LS., for- 
merly Chief Accountant, Nigerian Government Rail- 
way. 190 pages Medium 8vo. Full cloth. Price 
20s By post 20s. 6d. The lene Gazette, 33, 
Tothill Street, London, S.W.1 


a“ AY MAINTENANCE PROBLEMS. By 

. A. Hull (late District Engineer, L.M.S.R.). 
Valuabie information. With much sound advice 
upon the upkeep of permanent way. Cloth. 8} in. 
by 5} in. 82 pp. Diagrams. 5s. By post 5s. 3d. 
~~ Railway Gazette, 33, Tothill Street, London, 


S I aa MILITARY RAILWAY BRIDGES. 

F. Bond. A description of the different 
types "as Sellen , for rapid erection in the 
field by the Allied Forces, and of the various 
methods employed in such erection. 28 pages. 9 in. 
by 12 in. fully illustrated Paper cover, 5s. By post 
Ss. 2d. The Railway Gazette, 33, Tothill Street, 
London, S.W.1. 








stration, £9.899. The number of patients 
who used the homes in 1948 was 6,583, 
which included 4.041 men, 2,380 women. 
and 162 babies 


Swedish Express Accident.—Five per 
sons were killed and ten others injured 
when a Stockholm-Narvik — express 
crashed into the back of a stationary 
iron-ore train on September 4. Several 
coaches of the express were wrecked. 


Manila Railway Claims.—The Manila 
Railway Company (1906) Limited states 
that due to vn oe difficulties it has 
not yet been possible to arrange for their 
representative to visit Manila to discuss a 
possible settlement of the company’s 
claims. Meanwhile the board considers it 
advisable to proceed with the matter in 
other ways and efforts to press the claims 
against the Manila Railroad Company are 
being energetically pursued. 


Return of Polish Railway Material.— 
An agency report states that a Polish Ex- 
ports Commission has arrived at the 
Hermann Goering steelworks at Waten- 
stedt-Salzgitter, near Brunswick, to take 
over locomotives and rails worth about 

M. 10,000,000 which were removed from 
Poland during the war. The Allied 
restitution and deliveries branch has not 
yet approved a Polish request for the 
return of 1,000 goods wagons as they 
are needed for movement of dismantling 
goods. 


Another Steel Output Record.—August 
steel produciion reached a new record 
for the month. the annual rate being 
14,953.000 tons as compared with the 
previous best rate for August, which was 
reached last year, of 14,117,000 tons. The 
August figures are particularly encourag- 
ing as output is always affected by the 
holidays during this month. In spite of 
the record level of production reached 
in 1948, every month in 1949 has so far 
exceeded the output of the corresponding 
month last year.  Pig-iron production 
was at an annual rate of 9.477,000 tons as 
compared with 9,048,000 tons for August 
last year. 


_ Temiscouata Railway.—At the ad- 
journed meeting of provisional certificate 
holders of the Temiscouata Railway 
Bondholders’ Committee Limited, held in 
London on September 8, a resolution was 


passed unanimously accepting an offer of 
Canadian National Railways. acting as 
agent of the Canadian Government, to 
purchase the Temiscouata Railway. It is 
stated that. after payment of estimated 
outgoings, the terms should enable an 
eventual repayment to provisional certi 
ficate holders of a total of approximately 
18 per cent. of the face value of the 
certificates. This offer is still subject to 
ratification by the Temiscouata Railway 
Company in Canada, which it is expected 
will take place in October, and to requi- 
site ratification and implementation by 
Parliament. 


Closing of Eastern Region Station.— 
The Eastern Region of British Railways 
announces that as from September 26, 
1949, Ayot Station will be closed to all 
passenger and goods traffic. The collec- 
tion and delivery of goods and parcels 
traffic in the Ayot district will continue to 
be performed by motor vehicles stationed 
at Welwyn Garden City. 


Railway Bookstalls.—The British Trans- 
port Commission states that there is no 
justification for any suggestion that the 
Railway Executive intends to take over 
the management of the bookstalls. The 
contracts for the sites expire at different 
dates. Renewal of the lettings will be 
negotiated in the manner most convenient 
to existing tenants and the Railway Execu- 
tive. 


Williams & Williams Limited.—The 
consolidated profits for the year ended 
April 30, 1949. after allowing for depre- 
ciation, etc., were £204,749. and £104,146 
was brought forward. Taxes amounted to 
£94.716, and £5,296 was allotted to the 
debenture redemption sinking fund, with 
£45,720 to the general reserve. The ordi- 
nary dividend again was 15 per cent. and 
£141,801 was carried forward. It is pro- 
posed to subdivide the £1 preference into 
5s. shares. 


Motor Vehicle Licences. — Motor 
vehicle licences for the third quarter of 
the year will expire on September 30 and 
may be renewed on or after September 
17. The Ministry of Transport asks 
holders of licences to make early applica- 
tion for renewal and so avoid congestion 
at the last moment. Motorists changing 
from full-rate to half-rate licences are also 


reminded that the amount of refund is 
dependent on the date on which applica- 
tien is made and in their own interests 
they should not delay their applications to 
the Local Taxation Officer. 


Australian Order for North British 
Locomotive Company.—An order for 50 

“R” class locomotives, valued at 
£2,600,000. has been placed with the 
North British Locomotive Co. Ltd., 
Springburn, Glasgow. by the Victorian 
Railways Commissioners. This is the 
second important order placed with this 
firm in recent weeks. It will be recalled 
that in our September 2 issue we reported 
that the Spanish National Railways had 
ordered 25 Mikado type locomotives and 
100 sets of parts. 


Head Wrightson & Co. Ltd.—The group 
net profit of Head Wrightson & Co. Ltd. 
for the year to April 30, 1949. after 
debenture interest, taxation provision of 
£261.500, depreciation, etc., amounts to 
£221.361, against £110,800. A final ordi- 
nary dividend of 6 per cent. again makes 
10 per cent. It is proposed that £118,125, 
being the amount standing to the credit 
of the share premiums account and 
£10,981 part of the amount standing to 
the credit of general reserve. be capital- 
ised by applying that sum in paying up in 
full 118,125 ordinary shares of £1 each. 
These additional shares are to be allotted 
fully paid to the holders of ordinary 
shares in the proportion of one new share 
for every four ordinary shares of £1 each 
held. The consent of the Capital Issues 
Committee to the proposed issue has been 
obtained. 


_ Royal Train Protest.—Mr. Dodds, M.P. 
for Dartford, has received a reply from 
Mr. Barnes to a protest he sent in August 
concerning the departure from Euston for 
Balmoral of the royal train. Mr. Dodds 
had stated that its departure coincided 
with the delayed arrival of several holi- 
day trains and he urged that there should 
be no repetition of such an_ incident. 
Mr. Barnes stated in his reply that it was 
clear that the arrangements made for the 
departure of the royal train were such 
that no delay to the running of regular 
services into and out of Euston on that 
particular day could have been foreseen. 
Serious congestion arose as a result of a 
points failure, which occurred at 5.50 
p.m. and lasted for a quarter of an hr. 
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The circumstances of this occasion were 
exceptional and were very unlikely to 
occur again. If the departure of the 
royal train should in future be likely to 
coincide with peak holiday traffic, he had 
been assured that the Railway Executive 
would consider carefully whether a varia- 
tion of the present arrangements was 
desirable. 


Attendance at Liverpool Model Exhibi- 
tion.—Since the opening of the Model 
Railway Exhibition at St. Georges Hall, 
Liverpool, on September 1, large numbers 
of visitors have seen the display of model 
express trains, railway equipment, ferry 
boats and docks, and by the closing date 
on September 10 well over 50,000 had been 
admitted. The centrepiece of the exhibi- 
tion was the British Railways electrically- 
Operated model layout and a continuous 
film show about railways attracted over 
1.000 a day. 


Excursions on London Midland Region. 
—Among the London Midland Region’s 
cheap travel plans are a variety of evening 
excursions from all parts of the Region 
for the Blackpool illuminations; one of 
these trains, with restaurant car, will make 
the 454 miles journey there and back from 
Euston, for a return rail fare of 28s. In 
the last twelve months, the London 
Midland Region has run 5,957 special day, 
half-day and evening excursion trains, 
carrying 24 million passengers; in addi- 
tion, over 14 million persons have travelled 
by ordinary trains with cheap tickets. The 
special trains have travelled over 700,000 
miles and have catered for outings, rallies. 
exhibitions, and various sports events. 


Forthcoming en 


September 16 (Fri.) to 18 (Sun.).—Institute 
of Traffic Administration, Annual 
Conference, at Leamington Spa. 

September 16 (Fri.).—Railway Club, 57. 
Fetter Lane, London, E.C.4, at 7 p.m.. 
‘The Metropolitan and Metropolitan 
District Railways in Steam Days,” by 
Mr. H. W. Bardsley. 

September 17 (Sat.).—Railway Students’ 
Association, London School of Econo- 
mics & Political Science. Socia] Out- 
ing by motor coach; depart Tunbridge 
Wells (Central Station), 2.15 p.m. 

September 17 (Sat.).—British Railways, 
Southern Region, Lecture & Debating 
Society. Visit to Folkestone Harbour 
and sea defences. 

September 21 (Wed.).—East Indian Rail- 
way Officers’ Dinner, Connaught 
Rooms, Great Queen Street, Kings- 
way, W.C.2. At 6.30 for 7 p.m. 

September 22 (Thu.).—East Indian Rail- 
way Officers’ reunion tea party, at 
Stewart’s Restaurant, Bond Street. 
London, W.1. 

September 22 (Thu.) and 23 (Fri.).—Steel 
Castings Division, Iron & Steel Re- 
search Association. Conference on 
Foundry Steel Melting, at Ashorne 
Hill, Leamington Spa. _ 

September 22 (Thu.) to 24 (Sat.).—British 
Railways, Southern Region, Lecture & 
Debating Society. Visit of Arras 
French Railwaymen. 

September 24 (Sat.).—British Railways, 
Southern Region, Lecture & Debating 


Society. Visit to London Airport. 

Heath Row. 
September 25 (Sun.) and 26 (Mon.).—Rail- 

way Students’ Association, London 


School of Economics & Political 
Science. Visit to British Railways, 
Southern Region, Quarry at Oke- 


hampton. 
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Railway Stock Market 


Stock markets have been firmer and 
more active as a result of the Washington 
talks. The main immediate effect of the 
discussions is expected to be a return of 
confidence in sterling. For the past s.x 
months, there has been widespread talk 
abroad that the pound was likely to be 
devalued in the near future, which did 
much to cause importeis in U.S.A, and on 
the Continent to postpone buying British 
goods. It is now clear that there is to be 
no unilateral devaluation of _ sterling, 
though the meeting of the International 
Monetary Fund, which is still in progress, 


may propose eventual revaluation of all 
European currencies in relation to the 
dollar. 


British Funds have strengthened further. 
Moreover, the trend in Gilt-edged imparted 
firmness to leading industrial shares, such 
as Imperial Chemical, Dunlop Rubber, and 
Turner & Newall, The nationalisation 
stocks were firmer, although the City is 
taking the view that the British Transport 
Commission will have to sell part of its 
large Gilt-edged investments. or issue more 
stock, during the next twelve months. 
Moreover, it is geno that over 
£30,000.000 more of 3 per cent. Gas stock 
will have to be issued shortly to include 
nationalisation compensation for stocks of 
the Gas Light & Coke Company. 

Foreign rails have been more active, par- 
ticularly Lecpoldina, which, however, 
fluctuated and lost earlier gains in some 
cases. It is still hoped that the company 
may shortly issue proposed share-out terms 
for the various classes of stocks although 
it still seems that some months must pass 
before Brazil finally ratifies the agreed pay- 
ment. Leopoldina ordinary attracted 
speculative attention, and improved to 9, 
while the preference stock at 274 lost part 
of an earlier gain. The assumption is that 
the share-out terms will show that at cur- 
rent prices either the ordinary or prefer- 
ence are undervalued. What is uncertain 
is whether terms for the preference stock 
will include full payment for their large 
dividend arrears. The passing of the whole 
scheme will need majority support from 
holders of the ordinary stock. Leopoldina 
4 per cent. debentures were 92, and the 6} 
per cent. debentures 1374, while Leopoldina 


Terminal 5 per cent, debentures were 
and the preterence shares 3s. 74d. G 
Western of Brazil shares have been 
at 141s. 6d. United of Havana 1906 
debentures showed activity around 154, but 
Canadian Pacifics eased to 19}, after an 
earlier gain. Manila “ A” debentures were 
steady at 86 with the 5 per cent. preference 
shares at 6s. 9d. San Paulo 10s. units were 
again active, but profit-taking brough: the 
price back to 15s. 6d., and Mexican Rail- 
way 6 per cent. debentures were 424. Beira 
Railway bearer shares remained at 50s. 6d. 
Antofagasta stocks fell back after publica- 
tion of the annual report, but rallied Jater, 
the ordinary to 74 and the preference 
to 414. 

Road transport and bus shares were 
generally with B.E.T. deferred ar 
£1,650. Scottish Motor Traction have 
steadier at 87s. 6d, Southdown were 
118s. 9d., with Lancashire Transport firm 
at 80s. on the higher interim dividend, and 
West Riding 75s. 

A general rise in the shares of locomo- 
tive builders and engineers is due to good 
orders booked by the industry and to the 
British Transport Commission annual 
report which drew attention to big replace- 
ment and equipment works for many years 
to! come. Vulcan Foundry have risen to 
19s. 9d., Beyer, Peacock to 19s., and North 
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British Locomotive to 20s. 9d. Wagon 
Repairs 5s. shares remained at 17s., 
Gloucester Wagon were 44s. 3d., and 


Charles Roberts firm at £7§. Babcock & 
Wilcox were prominent with an advance to 
62s. and T. W. Ward improved to 55s. 44d. 
Iron and steel shares again received more 
attention. Sentiment was helped by the 
latest steel output figures; there is, more- 
over, a possibility that nationalisation may 
not be effected, and that in any case shares 
in the nationalisation schedule are well 
below their take-over valuations. Dorman 
Long have improved to 30s. 6d., Consett 
were 14s. 3d., Colvilles 33s. 9d., and South 
Durham Steel 30s. while awaiting the finan- 
cial results. United Steel have further im- 
proved to 27s. 44d. In other directions 
Guest Keen, at 39s. 9d., were higher again, 
John Summers 30s., and, pending the 
interim dividend announcement, Vickers 
strengthened afresh to 28s. 6d, 


Traffic Table of Overseas and Foreign Railways 








Traffics for week 4 Aggregate traffics to date 
Vv —_ 
figs Miles Week z Total 
Y open ended Inc. or dec. ° Increase or 
Total com d ) decrease 
this year wieh 1947.48 2 | '948/49 | 
£ 
s ,Antofagasta... gil 4.9.49 39,560 19,980 | 35 2,348, 100 499,060 
<= { Costa Rica ... 281 July, 1949 35,287 — 6,345 35,287 6,345 
z Dorada - ash 70 July, 1949 29,403 — 4,063 30 200,008 24,342 
<q} G.w. of Brazil 1,083 1.5.49 19,200 — 10,600 20 755,800 1,200 
— | Inter. Ctl. Amer. ... 794 July, 1949 $987,286 _— $119,300 , 30 $7,577,801 $594,919 
La Guaira 222 | Aug., 1949 $107,606 $11,830 35 $859,223 |-+ $21,889 
© { Leopoldina .. 1,902 28.5.49 43,288 3,864 2! 965,094 | — 155,382 
re] Nitrate 382 31.8.49 22,426 10,666 35 302,549 100,533 
oy | Paraguay Cent. 274 2.9.49 Z147,340 $38,243 9 41,267,699 $332,744 
ic | Peru Corp. 1,059 Aug., 1949 246,670 74,521 9 473,214 122,033 
8 | Salvador 100 May, 1949 94,000 — c9,000 48 c!,884,000 6,600 
© \ Talal : ; 154 Aug., 1949 9,335 4 3,840 9 19,995 4,490 
” “United of Havana ; 1,301 11.6.49 $231,311 $14,746 49 $13,733,928 34,659,951 
¢ { 
BJ Canadian National... 23,473 July, 1949 10,351,250 99,000 30 69,544,750 1,978,500 
§ | Canadian Pacific 17,037 July, 1949 7,312,750 141,500 | 30 51,121,750 3,460,000 
OO 
Barsi Light* 202 | July, 1949 40,822 7,522 | 17 134,002 |+ 19,995 
elra 204 Feb., 1949 104,917 — 6,180 22 589,461 + 9,141 
3 | Egyptian Delta 607 20.7.49 15,912 298 «16 200,006 + 5,374 
©/ Gold Coast 536 = July, 1949 227,818 27,301 18 933,447 |+ 72,357 
5) Mid. of W. Australia 277-—s July, +1949 20,862 3,125 4 20,862 |— 3,125 
>| Nigeria = 1,900 June, 1949 436,929 33,791 12 1,282,367 | — 9,925 
South Africa 13,347 13,8,49 1,523,106 169,846 32 28,493,541 + 3,140,249 
Victoria 4,744 May, 1949 1,513,772 65,626 48 --- 


* Receipts are calculated @ Is. 6d. to the rupee 





